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Train Accidents in February. 


The following accidents are included in our record for the 
month of February: . 
COLLISIONS. 


REAR. 

On the night of the 2d a passenger train on the Chicago & 
Atlantic road ran into a freight train which was going into 
a siding at Hepburn, O. The engine and two freight cars 
were wrecked, the engineer fatally hurt and the fireman 
less severely injured. ; : 

On the morning of the 12th a freight train on the Cin- 
cinnati Southern road ran into a preceding freight near 
Rockwood, Tenn., wrecking several cars and killing a brake- 
man. 

Early on the morning of the 13tha special passenger train 
on the Wabash, St. Louis & Pacific road ran into the rear of 
a freight train which was standing on the main track at 
Bingham, Ia., wrecking the caboose and three other cars and 
damaging the engine of the passenger train. 

On the morning of the 14th a freight train on the New 
York Central.& Hudson River road ran into a preceding 
freight which had stopped at Hudson, N. Y., for water. 
The engine was damaged, the caboose und two cars wrecked; 
the wreck caught fire and the damaged cars were destroyed. 
There was a dense fog at the time. . 

On the night of the 14th a passenger train on the New 
York, Pennsylvania & Ohio road ran into the rear of a pre- 
ceding freight that had stopped on account of a broken 
coupling in Ashland, O., damaging several cars. _ 

On the afternoon of the 16th a passenger train on the 
Buffalo, New York & Philadelphia road ran into a coal train 
which was going into a siding near Buffalo, N. Y., and 
several cars were wrecked. ! 4 

Early on the morning of the 19th a freight train on the 
Pittsburgh, Cincinnati & St. Louis road ran over a mis 

laced switch and into some cars standing on a siding at 
Frenten, O. The engine and 21 cars were piled up ina 
very bad wreck. Three tramps, who were stealing a ride, 
were killed, and another one badly hurt. Four train men 
were also burt. : 

On the morning of the 19th a paar train on the 
Savannah, Florida & Western road ran into a precedin 
freight train, near Screven, Ga., doing some damage, an 
injuring two trainmen slightly. 

On the evening of the 2\st some cars of a freight train on 
the Lebigh & Hudson River road, which were being run 
upon the Y at Belvidere, N. J., by a flying switch, were not 
stopped in time and ran into some cars on the siding. 
Several cars were wrecked. ; 

On the evening of the 21st a freight train on the Phila- 
delphia & Readivg road ran over a misplaced switch and 
into sume cars standing on a siding in Wilkes-Barre, Pa., 
damaging the engine and several cars and injuring the 
engineer. 

On the night of the 23d a freight train on the Cleveland 
& Pittsburgh road broke in two near Atwater, Ja., and the 
rear section ran into the forward one, wrecking several cars. 

On the afternoon of the 26th a passenger train on the 
Shore Line Division of the New York, New Haven & Hart- 
ford road ran into the rear of a main line train near the 
station in New Haven, Conn. The rear car was damaged 
and a passenger who was on the platform was hurt. ; 

On the evening of the 26th a freight train on the Lehigh 
& Hudson River road, which was being run into the station 
at Belvidere, N. J.. by a flying switch, ran into some cars 
standing on the siding, and several cars were damaged. 

On the evening of the 26th a passenger train on the New 
York, West Shore & Buffalo ran into a freight train which 
was standing on the main track at Little Falls, N. Y. The 
engine of the freight was thrown over and the passenger 
engine was also badly damaged and several cars wrecked. 
It is said that the freight train sent out a signal, but the 
brakeman did not go far enough. 

On the night of the 2761 two engines and a suow plow on 
the St. Paul, Minneapolis & Manitoba road ran into a freight 
train near Cro.-kston, Minn., piling up 14 box cars in a bad 
wreck. It was snowing very bard at the time. 

On the m -rning of the 29th a passenger train on the Illi- 
nois Central road ran into the rear of a freigbt train at Tu- 
galoo, Miss. The engine was damaged, a number of freight 
cars wrecked and the engineer killed. 

On the morning of the 28th a coal train on the New York, 
Lake Erie & Western road ran into a preceding coal train 
in Lackawuxen, Pa., wrecking the caboose. 

BUTTING. 


On the afternoon of the 5th two cars broke loose from a 
freight train which was switching at Eigemont, Md., and 
ran back about four miles down a steep grade and into the 
head of a foilowing freight train. The engme and the two 
runawuy cars were damaged and ove tramman hurt. 

On the morning of the 6tb on the Elizabethtown, Lexing- 
tow & Big Sandy road there was a butting collision between 
a freight train and a construction train which was running 
backwards. The whole contruction train, consisting of five 
empty fiat cars and a caboose, was completely wrecked and 
four laborers were instantly killed and 13 badly burt. 
It is said that the conductor of tl.e construction train was 
running without orders and thought that he had time to 
reach Lexington, although he kuew that the freight was 


ue, 

On the morning of the 7th there was a butting collision 
between two freight trains upon the Mobile & Ohio road 
near Whistler, Ala., caused by a mistake in orders. Both 
engines and several cars were wrecked and a brakeman 
badly burt. 

Oa the afternoon of the 7th there was a butting collision 
between two passenger trains on the Baltimore & Ohio road 
near Saltsburg, Pa. Both engines and a baggage car were 
badly wrecked and the conductur and three passengers 
burt. . 

Onthe morning of the 9th there wasa butting collision 
between two freight trains on the Chicago, Burlington & 
Quincey road, near Hiwthorne, Ia. Both engines and several 
cars were wrecked, the conductor killed and the engineer 
badly burt. 

On the morning of the 10th there was a _ butting collision 
between two construction trains on the Baltimore & Ohio 
road at Zediker’s Crossiog, Pa. One engine and three cars 
were badly damaged. 

On the night of the 11th a freigbt train on the Cincinnati 
Southern road broke in two ona heavy grade near Emory 
Gap, Tenv., and the detached cars ran back down the grade 
and into the head of a following freight. The engine and 
15 cars were pi'ed up in a very bad wreck and a brakeman 
was killed. . 





between a passenger and a freight train on the New York, 
Pennsylvania & Obio road in Akron, O. Both engines and 
several cars were damaged and three passengers hurt. 

On the evening of the 14th there was a butting collision 
between a passenger train and a wild engine on the Detroit, 
Lansing & Northern road near Ionia, Mich. Both engines 
were damaged and three trainmen burt. 

Early on the morning of the 15th there was a butting col. 
lision between two freight trains on the Chesapeake & Ohio 
road near Covington, Va., caused by a mistake in orders, 
Both engines and several cars were damaged and the road 
blocked nearly all day. 

On the morning of the 26th there was a butting collision 
between two passenger trains on the Louisville, Evansville 
& St. Louis road, in New Albany, Ind. Both engines were 
badly broken and three cars damaged. 

About noon on the 28th there was a butting collision be- 
tween a passenger and freight train on the Indianapolis & 
St Louis road, near Paris, Il]. Both engines and several 
cars were wrecked, a fireman was killed, and both engineers 
were badly burt. It is said that the freight train was 
ruoning without orders. 

On the night of the 29th there was a butting collision be- 
tween two freight trains on the Pittsburgh, Cincinnati & St, 
Louis road near Bowerstown, O., wrecking both engines 
and several cars and killing about 50 sheep. 

CROSSING. 


On the night of the 11th a freight train on the Indianap- 
olis & St. Louis road ran into a Dauville, Olney & Obio 
River freight at the crossing of two roads in Kansas, [Il., 
wrecking a caboose and injuriug two trainmen who were 


in it. 
DERAILMENTS. 
BROKEN RAIL. 


On the morning of the 6th a passenger train on the Caro- 
lina Central road struck a broken rail near Cumberland, N, 
C., and the engine and three cars were thrown from the 
track. The engineer and a brakeman were badly hurt. 

On the night of the 6tha freight train on the Illinois 
Central road struck a broken rail near Freeport, Ill., and 
the caboose and seven stock cars were thrown down a very 
high bank. Three trainmen and seven passengers who 
were riding in the caboose were hurt, 

On the morning of the 11th a passenger train on the Ala- 
bama Great Southern road struck a broken rail near Eutaw, 
Ala., and two cars were thrown from the track. 

On the morning of the 12th a freight train an the Leb- 
anon Spriogs Railroad struck a broken rail near Peters- 
burg Junction, N. Y., and two cars were thrown from the 
track. The conductor was hurt. 

On the night of the 12th a passenger train on the Burling- 
ton, Cedar Rapids & Northern road was thrown from the 
track near Cedar Rapids. Ia., by a broken rail, and eight 
passengers were slightly hurt. 

Oa the night of the 12th a passenger train on the Wabasb, 
St. Louis & Pacific roud struck a broken rail near Staunton, 
Ill., and three cars were thrown from the track and upset in 
a ditch. The road was blocked all night. 

On the morning of the 19th a passenger train on the 
Wabash, St. Louis & Pacific road struck a broken rail near 
Glenwood, Mo., and the rear car was thrown from the track 
and down a high bank, injuring six passengers. 

Very early on the morning of the 23d, as a passenger 
train on the Hannibal & St. Joseph road was crossing a 
bridge near New Cambria, Mo., a broken rail threw the 
tender, baggage and smoking cars from the track, and the 
smoking car went off the bridge, falling into the water 
on one end. Two cars following the smoker were upset but 
not thrown over the bridge and both of them were badly 
wrecked. The bridge was also so badly damaged that it was 
necessary to rebuild it. One passenger was killed and 
35 more or less seriously injured. 

On the night of the 23d several cars of a freight train on 


the Chicago, Milwaukee & St. Paul road were thrown from’ 


the track near New Hampton, Ia., by a broken rail. 

On the afternoon of the 29th a passenger train on the 
Grand Trunk road struck a broken rail near Iroquois, Que., 
and four passenger cars were thrown from the track, injur- 
ing two passengers seriously and five others slightly. 

BROKEN BRIDGE. 


On the afternoon of the 14th a mixed train on the Soutbern 
Central road went through a bridge over the Seneca River 
near Weedsport, N. Y. The engine and two treight cars 
went down into the river, and the engineer, fireman and a 
brakeman were carried down and drowned. The accident 
was caused by the high water which had washed out the 
foundation of one of the abutments. 

On the morning of the 231 a trestle bridge on the 
Alabama Great Southern road at Big Sandy, Ala., gave 
way undera freight train. The engine passed over, but 
nine cars went through the bridge and were wrecked. 

On the afternoon of the 27th a freight train on the Grand 
Trunk road broke through a bridge near Fredericksburg, 
Oat., and 11 cars went down into the creek. 

SPREADING OF RAILS. 

Early on the morning of the 7th the engine and six cars 
of a freight train on the Mobile & Girard road were thrown 
— the track near No. Five, Ala., by the spreading of the 
rails, 

On the morning of the 7th the engine and one car of a 
passenger train ou the Emmetsburg Railroad was thrown 
aa —_ track near Rocky Ridge, Md., by the spreading of 
the rails. 

On the afternoon of the 7th the engine and several cars of 
a freight train on the New York, Lake Erie & Western road 
were thrown from the track near Livonia, N. Y. by the 
spreading of the rails. 

On the morning of the 14th eleven cars of a freight train 
on the Rome, Watertown & . cry road were thrown 
a the track near Walcott, N. Y., by the spreading of the 
rails, 

On the night of the 24th several cars of a freight train on 
the Texas & Pacific road were thrown from the track near 
Baldwin, Tex., by the spreading of the rails. 

On the afternoon of the 26th two cars of a passenger train 
on the St. Johnsbury & Lake Champlain road were tbrown 
from the track near, Hardwick, Vt., by the spreading of the 
—_ One of the cars upset and a passenger was slightly 

urt. 
BROKEN AXLE. 


On the night of the 13th two cars of a freight train on the 
Pennsylvania Railroad were thrown from the track near 
Downingtown, Pa., by a broken axle, 

On the night of the 28th two cars of a passenger train on 
the Indiana. Bloommgton & Western road were thrown 
from the track near Columbus, O., by a broken axle. 

ACCIDENTAL OBSTRUCTION. 

On the morning of the 6tb a passenger train on the Balti- 
more & Olio read ran into a large rock which had fallen on 
the track in a cut at Town Creek, Va. The engine was 
thrown from the track and wrecked and two cars damaged. 
A passenger was burt. 

On the night of the 6th a passenger train on the New 
York & New England road struck a large rock which bad 


On the afternoon of the 14th there was a butting collision ' fallen on the track near Marlboro, Conn., and the engine 





and baggage car were thrown from the track and went 
down a high bank. Three trainmen were seriously burt and 
five passengers were slightly injured. 

On the night of the 12th a passenger train on the Interna- 
tional & Great Northern road ran into a tree which bad 
blown down across the track near Palestine, Tex., and an 
engine and one car were thrown from the track. 

On the night of the 14th a passenger train on the Balti- 
more & Ohio road struck a stone which had fallen from 
the roof of the tunnel at Board Tree, W. Va. The engine 
and three cars were thrown from the track and the tunnel 
was blocked all night by the wreck. 

On the morning of the 17th asa freight train on the 
Texas & -Pacific road was near Longview, Tex., a draw- 
head pulled out and fell on the rails throwing three cars off 
the track. The conductor was killed and beabomen very 
badly burt, 

On the night of the 20tha passenger train on the Michigan 
Central road struck a tree which had been blown across the 
track near Buena Vista, Mich., and the engine was thrown 
from tbe track. - 

On the evening of the 22d acoa] trainon the West Vir- 
ginia Central & Pittsburgh road struck a large rock which 
bad rolled upon the track near Piedmont, W. Va., ard the 
engine and five cars were thrown from the track. 

On the morning of the 23d as a milk train on the New 
York, Susquehanna & Western road was running through a 
cutting near Ogdensburg, N. J., a large stone from the bank 
— down on the rails, throwing three cars from the 
track. 

On the morning of the 20th as a passenger train on the St. 
Louis, Iron Mountain & Southern road was near Williamse 
ville, Mo., a very large rock rolled down the bank and 
struck the engine, knocking it from the track and wrecking 
it badly. The baggage car followed the engine off the track 
and the engineer was slightly hurt. 

CATTLE. 


On the evening of the 3d a passenger train on the Missis- 
sippi & Tennessee road ran over some cattle near Memphis, 
Tenn., and was thrown from the track. The express agent 
was badly hurt. 

About noon on the 6th a construction train on the Louis- 
ville, New Orleans & Texas road, while running backward 
near Port Gibson, Miss., ran over a cow, throwing two 
ore from the track. One laborer was injured and thirteen 

urt. 
LANDSLIDES AND WASH-OUTS. 


On the night of the 2d afreight train on the Southern 
Pacific road ran into a landslide uear Cameron, Cal., and 
the engine and five cars were thrown from the track. 

On the evening of the 3d a passenger train on the Denver 
& Rio Grande road ran into a wash-out near Ogden, Utah, 
the engine going down into the gap on its side with the 
mail car on top of it. The envineer and fireman were burt, 
and the mail agent so badly injured that he died a few days 
afterward. 

On the morning of the 8th a freight train on the Galves- 
ton, Sabine & St. Louis road ran into a landslide near Eas- 
ton. Tex., and was thrown from the track. 

On the night of the 11th a freight train on the Pennsyl- 
vavia Roilvoad ran into a landslide near Blairsville Inter- 
section, Pa., and several cars were thrown from the track. 

On the night of the 12th a passenger train on the Texas 
& Pacific road ran into a wash-out near Ranger, Tex., and 
was badly wrecked. 

On the morning of the 14th a freight train on the Syra- 
cuse, Binghamton & New York road ran into a landslide 
near Chenango Forks, N. Y., and the engine, tender and 
several cars went down a high bank into the Susquehanna 
a The engineer was caught under the engine and 
killed. 

SNOW OR ICE, 

On the evening of the 5th a locomotive and snow-plow on 
the Central Pacific road ran off the track near Cold Stream, 
Cal., blocking the road several! hours. 

On the night of the 17th a passenger train on the Chicago 
& Northwestern road was thrown from the track in La 
Crosse, Wis., and the engine upset. The accident was 
caused by ice collecting between the rails and the planks 
at a street crossing 

WIND. 


On the morning of the 234 two cars of a passenger train 
on the Union Pacific road were blown from the track by a 
tornsdo near Georgetown, Co]. The vars were thrown over 
into a ditch and badly damaged, and five passengers were 
slightly hurt. 

MISPLACED SWITCH. 

On the morning of the 1st the engine and two cars of a 
passenger train on the Gulf, Colorado & Santa Fe road 
were thrown from the track at Virginia Point, Tex., by a 
misplaced switch. The express messenger was slightly burt. 

Oo the night of the Ist vine cars of a freight train on the 
New York, New Haven & Hartford road were thrown from 
the track in New Loudon, Conn., by a misplaced switch. 

On the morning of the 31 the engine and several cars of a 
freight train on the Texas & Pacific road was thrown from 
the track at Alexandria, La., by a misplaced switch. 

On the morning of the 5.b a car of a passenger train on 
the Manhattan elevated road was thrown from the track at 
the City Halli station, in New York, by a misplaced switch. 

On the afternoon of the 5th five cars of a freight train on 
the Central Pacific 1:oad were thrown from the track at 
Merced, Cal., by a misplaced switch 

On the morning of the 11th the engine of a freight train 
on the Central Pacific road was thrown from the track in 
Oakland, Cal, by a misplaced switch, and went off the 
wharf into the water. » 

Ono the afternoon of the 14th a passenger train on the 
Northern Pacific road was thrown from the track in St. 
Paul, Minn., by a misplaced switch. 

On the morning of the 16th the engine of a freight train 
on the Chicago, Burlington & Quincy road was thrown 
from the track in Aurora, Ill, by a misplaced switch. A 
fireman was burt. 

On the evening of the 19th the engine and one car of a 
passenger train on the Lackawanna & Pittsburgh road were 
thrown from the track in Friendship, N. Y., by a misplaced 
switch. ‘The fireman and a pemeeaee were hurt. 

On the morning of the 23d the engine of a freight train 
on the Green Bay, Winona & St. Paul road was thrown 
trom the track at Onalaska, Wis., by a misplaced switcb. 

On the evening of the 27th the engine of a passenger train 
on the Indianapolis & Vincennes road wus thrown from the 
track near Iudianapolis, Ind., by a misplaced switch. 

OPEN DRAW. 


On the morning of the 7th adraw-bridge over the Brandy- 
wine River in Wilmington, Del., on the Philadelphia. Wil- 
mington & Baltimore road was opened to allow a vessel to 
pass through. Signals were set for trains, but owing to 
some reason, probably to fog, the engineer of a_ passenger 
train did not see them until close to the bridge. He at once 
put on brakes and the bridge-tender commeved turning the 
draw, but there was not time to close the draw entirely and 
the engioe ran over the draw upon the ties in such a posi- 
tion that it took some time to get the track clear. 

Early on the morning of the 23d the engine of a freight 
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train on the Chicago & Northwestern road went through the 
open draw of a bridge in Milwaukee, Wis. The engine went 
down into the river. The bridge-tender claims that the 
proper signals were displayed, but the engineer says that he 
did not see them. 

MALICIOUSLY CAUSED. 


On the night of the 3d a passenger train on the Texas & 
St. Louis road was thrown from the track near Pittsburg, 
Tex., by a tie which had been wedged in the cross ties on a 
bridge. The tie had evidently been placed there purposely. 

On the night of the 17th an attempt was made to wreck 
the east-bound night express on the Cleveland, Columbus, 
Cincinnati & Indianapolis road at Moorefield, O., by turn- 
ing a switch. The engine left the track and turned over, 
dragging the postal and baggage cars after it, but no one 
was hurt. 

UNEXPLAINED. 


On the afternoon of the 11th a car of a freight train on 
the Meadville & Louisville road ran off the track at Reitze’s 
Cut, Pa., blocking the road a short time. 





On the evening of the 13th the engine and one car of a 
passenger train on the New York & New England road ran | 
off the track near Towantic, Conn., and the engine went 
down a bank. The fireman was fatally injured and the 
engineer less severely hurt. 

On the morning of the 14th the caboose of a coal train on | 
the St. Louis Coal road was thrown from the track near | 
Weige, Ill., and upset, injuring two trainmen. 

On the morning of the 14th a passenger train on the Chi- | 
cago & Alton road ran off the track near Bates City, Mo., 
all the cars leaving the rails. 

On the afternoon of the 15th three cars of a freight train | 
on the Connecticut River road ran off the track at Chicopee | 
Junction, Mass., blocking the road two hours. | 

On the morning of the 16th the engine of a passenger | 
train on the New York, New Haven & Hartford road ran | 
off the track near Stamford, Conn., and was slightly | 
damaged. | 

On the morning of the 17th a freight train on the St. 
Louis, Iron Mountain & Southern road ran off the track 
near Arkadelphia, Ark., blocking the road five hours. 

On the morning of the 20th a car of a freight train on the 
New York, Lake Erie & Western ran off the track at Pine 
Grove, Pa., blocking the road two hours. 

On the morning of the 20th a baggage car of a passenger 
train on the Canada Southern road jumped the track near 
Buxton, Gnt., and the car was thrown over and considera- 
bly damaged. 

On the night of the 20th, near Stairway, N. Y., on the New | 
York, Lake Erie & Western road, a loaded coal dump in the | 
centre of a freight train jumped the rails, clearing the rest | 
of the train, and, mounting the west bound track, dumped | 
itself on the outside of it in the ditch. The train ran | 
together again without a jar and the accident was only dis- 
covered by the steps of the caboose scraping against the | 
derailed dump as it passed by. Had a westward train been 
passing at the time a serious wreck would probably have 
resulted.. Had not the men in the caboose discovered the 
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dump on the westward bound track as theygpassed by, it 
would have been left there by the train, as noone knew 
that it had left the track. 

On the afternoon of the 2lst.a car of a freight train on 
the Connecticut River road ran off the track at Chicopee, 
Mass., and upset. 

On the afternoon of the 21st a freight train on the Central 
Pacific road ran off the track ina snow-shed at Emigrant 
Gap, Cal., knocking down the shed for some distance and 
wrecking several cars. 

On the morning of the 27th the engine of a freight train 
on the Canada Southern road ran off the track at Montrose, 
Ont., and was slightly damaged. 

On the evening of the 28th two cars of a freight train on 
the New York Central & Hudson River road ran off the 
mak in Rochester, N. Y., blocking both tracks for two 

ours, 

On the night of the 29th two cars of a freight train on 
the New York, Lake Erie & Western road ran off the track 
= Port Jervis, N. Y., and upset, killing a number of 
cattle. 

OTHER ACCIDENTS. 


BOILER AND CYLINDER EXPLOSION. 


Op the morning of the 25th, as a freight train on the 
Chicago, Burlington & Quincy road, was nearing Cedar 
Creek, Neb., the engine burst a flue in the boiler, the steam 
blowing back into the cab and filling it. The engineer was 
badly scalded, but managed to stop the train. 

On the evening of the 7th the engine of a passenger train 
on the Manhattan Elevated road blew out a cylinder-head 
when near Third avenue and Ninety-sixth street, in New 
York. The engine was disabled and the road blocked for 
nearly an hour. 

On the morning of the 18th the engine of a passenger 
train on the International & Great Northern road blew out 
a cylinder-head when near l.aredo, Tex., and the train was 
detained until a messenger could reach a telegraph station. 


BROKEN AXLE. 


On the night of the 9th the engine of a local passenger 
train on the Wabash, St. Louis & Pacific road broke a driv- 
ing axle when near Grafton, Ill., but did not leave the track. 

On the night of the 26th a wild engine on the Chicago & 
Northwestern road broke a truck axle when near Sterling, 
Iil., but did not leave the track. The axle broke close to 
the wheel and the break was caused by the heating of the 
journal. 

On the morning of the 28th the engine of a passenger 
train on the Boston, Concord & Montreal road broke a 
driving axle near Warren, N. H., but did not leave the 


| track. 


BROKEN WHEEL. 


On the afternoon of the 5th the engine of a freight train 
on the New York Central & Hudson River road broke a 
tender wheel when near Rochester, N. Y., but was not 
thrown from the track. 

On the morning of the 6th the engine of a passenger train 
on the New York, New Haven & ford road broke the 





tire of a driving wheel while passing through New Haven, 
Conn., but did not leave the track. 


SUMMARY. 

This is a total of 110 accidents, in which 22 persons were 
killed and 150 injured. As compared with February, 1883, 
there was a decrease of 74 accidents, of 39 killed and of 36 
injured. 

The two months of the current year to the end of Febru- 
ary show a total of 257 accidents, 78 killed and 390 in- 
jured. This isa monthly average of 129 accidents, 39 killed 
and 105 hurt, February being considerably below the 
average. 








Sontributions. 


Secondary Strains of Statical Structures. 


a 

The strains in statical structures which are caused by the 
rigidity of the joints are termed “‘secondary strains.” They 
are the result of flexures, are changeable from point to 
point, and it is not very easy to study their values by ex- 
periments. Indeed, the only instrument which might answer 
this purpose, if not too sensitive, is that invented by C. E. 
Stromeyer; but, so far as the writer knows, it has not yet 
been tried for this purpose. This instrument is known to be 
constructed on the principle of Newton’s rings. Its base 
line for measurement is only about 3 in. long. 

Engineers are in possession of experiments on the strength 
of plate girders, but there are no experimental results re- 
garding the breaking strength of open trusses or of riveted 
lattice girders. There are, so far as the writer knows, only 
experiments on the primary strains of the Rhine bridge at 
Arvheim, and the Waal bridge at Nymroegen, made by 
Dutch engineers with the apparatus of Ch. Manet, of Paris; 
and others by Professor Traenkel with his own measuring 
instrument. These experiments do not refer to secondury 
strains. 

The strains arising from rigid connections in many in- 
stances are, however, very considerable indeed. Even plate 
girders of the best design and manufacture cannot possibly 
yield the exact full strength calculated from the theory of 
flexure of solid beams of simple cross-section, for their parts 
are not connected atom by atom, but only at certain dis 
tances by more or less imperfect rivets or bolts. The real 
strength of experimental plate girders consequently varies 
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between 95 and less than 50 per cent. of their calculated | 
strength, according to design and manufacture. The same | 
range of variations must at least be expected with regard to | 
open trusses or girders. 

More especially as regards riveted open girders there 
must be a limit beyond which-—-tbough it might still be pos- 
sible, according to elementary calculation—it will not be 
safe to go. There must exist a certain relation between the 
size of practically possible rivets or their number and the 
area of the members connected thereby. This limit must 
exist just as there is a limiting proportion between the area 
of the angles and the area and the number of the flange 
plates of a plate girder. About seven years ago American 
engineers may have seen a street bridge in progress of con- 
struction over four railroad tracks. It consisted of plate 
girders, with webs 24 in. x 3¢in. The angles were 3x3~x 
8¢ in., and the flange plates in the centre of each girder 
formed packages of 12 in. x 3¢ in. plates 3 in. thick. Hence 
web joint-angles and two chords had the areas 9in., 9 in. | 
and 72 in. The rivets were spaced at 6 in. The result 
might have been predicted. Before the pavement was laid | 
on the buckle plates of this bridge the girders deflected so 
alarmingly that props were resurted to. 

The interior strains demand the most careful considera- 
tion of engineers who intend to apply rules, good enough 
for medium spans, to spans which are several times as great 
as any yet executed. In the absence of actual experience, or 
experimental results, analytical examination is the only 
recourse left to engineers who wish to learn something | 
about these important secondary strains. 

This mathematical examination necessarily is an intricate | 
one. It may not be to the taste of many executive engineers, | 
who are known to be suspicious of theoretical investigations; | 
but it has at least the valuable advantage that it can be | 








elasticity of each member. These moduli of finished mem- , upon the changes of the values of the angles are ascertained. 
bers may vary considerably, so that it would be necessary If, for instance, the change of a as arising from the dif- 
to have all members tested before being put intc the struc- | ference of side a were to be found, it could be ascertained 
ture. The method of Manderla permits of introducing the | by the following method. (See fig. 3.) Make Cm=Ja 
modulus of each separate memb-r. Fur the purpose of | according to any scale, erect perpendicular lines my and 
arriving at principles, it is sufficient to suppose a uniform | Cy upon side a respectively upon b, and measure Cy on 
modulus Z. The greater the modulus of material, the stiffer | the same scale. The quotient Cy is equal to J « so far as 
is the beam; but, as riveted members are known to have | the alteration due to J ais concerned. In a similar man- 
moduli which as a rule are smaller than those of the bars of | ner the alterations of the lengths bandc can be treated. 
which they are composed, the supposition of a uniform | Bot it is more expeditions to use formula 4 at the end of 
— will give strains a little greater than the real the paper. After the changes J «, J B, 4 of y a triangle 
s ’ : : : 

The error will be on the safe side, for it is the strength of | ena coat tt og ~~ oo. eo 


’ ; ty: 
the compression members which is mostly influenced by the | tianeie cannot be more or less than 180 degrees. At each 
flexures at the joints. 


Let there be considered one rigid triangle taken from a_ ee reer —lo SO mo eee toe sag a 
crus or > riveted girder (fig. 1.) In the straight contre weed chord-joints, but negative quantities at the bottom chord- 
gravity line of each side there act two equal opposite forces, | joints of an ordinary truss. The positive alterations must 
one pair at least meaning tension. The action of these | 2145) the negative ones. This is another check. Either set 
forces Pa, PbPe will be- 4 . | of alterations may be used to draw the curve of deflections 

1, To lengthen (or shorten) the sides a, b, ¢, by certain | of a truss. And the method of doing this, as used by H. 
differences 4 a, 4b, 4 ¢, and if Sa, Sb, Sc are the longitud- | Manderla, is exactly the same as the one developed by the 
inal strains per square inch, which produce the differences, | writer in a little book on continuous girders, published by 
there will be da_ Sa, 4b_ So, de_ Se. | Van Nostrand in 1876. 
ps £6 £ ce Bb | The essential novelty of the new method consists in the 

y 

2. To bend the members: into the curves of A’ B’ C’ of | foliowing consideration: Let one half of fig. 4 be a tee, or 
fig. 2in such a manner that the angles formed by the tan- | in fig. 5 let it be a strut of a structure. Suppose the primary 
gents at the three points retain the same values «, (3, y | soress t, t (or p, p) to pass through the central joint-points, 
of the original triangle. The straight line 4’ B’=e + Je, while the members 1, 2 do not always pass through these 
A’ C’=b + Jb, and B’ C’=a + Ja. | points. But even if 1, 2 did pass through these central joint- 

3. To cause parts of the forces Pa, Pb, Pe, to be absorbed points, there would be already moments, M,, M,, at the end 
by the flexures. If nevertheless the Ja, Jb, Je are calcu- | points 1 and 2, it the forces t, t (or p, p) act eccentrically, 
lated as if they were caused by the original forces, they there will be additional moments, fd, and ¢ d,. 


thoroughly scrutinized and criticized, and that it is not | will be a little too great, and the deformed angles B’ A’ C’, | The 0 aghtte =" bo spinel frees 5 a nosp 
necessary to accept it on mere authority, as happens with | A’ B’ C’, B’ C’ A’ will differ a little more from the original | - es ape . a ree the ~ rts Pot s 
so many alleged experimental facts, which are absorbed | angles a, /3, y, than is the casein reality. This error is on | there act 4, A ane &, ond in pes OS ee 


wiadié 


ss 





without hesitation, and which are reiterated and accepted | 
as dogmas until overthrown by newer contradictory results. 
The method of calculating the secondary strains of open 
girders to be explained bere can well bear close scrutiny, 
and it forms a very essential progressive step in the art of 
designing statical structures. Engineers are indebted to 
Herr H. Manderla for the solution of the problem. It was 
submitted in the year 1878 as an essay in response toa 
private question by the Munich Polytechnic School. The 
original may be studied in the Allgemeine Bauzeitung of 
Vienna of the year 1880. 

Here it is only intended to explain the method in as popu- 
lar a manner as possible, to interpret the formule with a 
view to American practice, to illustrate the method by an 
example, to give the results of calculations of European 
examples, and to draw final conclusions. At the end of this 
paper the principal formule will be given, which those con- 
versant with the theory of elasticity may work out for 
themselves. 

According to the common mode of calculation of strains, 
perfect hinges are supposed at all joints. The deformed 
girders accordingly should be frames composed of straight 
lines. But in reality (see figs. 8 and 11) the ties and streets 
are curved. It is these curves which are to be determined. 
The solution, if perfect, should contain the modulus of 





the safe side, though there is nothing to hinder the exact 
calculation. The difference amounts ouly to asmall per- 
centage of the forces p, for only a minute proportion of the 
primary strains produce secondary moments of flexure 
which sometimes cause strains over 150 per cent. greater 
than the primary ones. 

A truss is composed of a number of triangles which are 
connected together, and the rigidity of these connections 
causes further deformations or flexures. 

The phenomenon explained on triangle A B C holds 
equally good if the members are connected by pins, unless 
the secondary flexures become so powerful as to overcome 
the moments of pin friction. Trusses should be designed in 
such a manner that real rotitions about the pins only hap- 
pen as regards the permanent load. A bridge being 
erected, the false-works being removed, and the pins still 
lubricated, the vibrations caused by passing trains are sup- 
posed to bring about a small movement by which the 
secondary strains arising from the permanent load are done 
away with. 

Riveted structures may also settle down to a condition in 
which the secondary strains caused by permanent loads are 
reduced. 

Since the primary strains are known it is easy to calcu- 
late the alterations of the lengths of the members, There- 


| A and M,. Besides, there are the moments arising from the 
eccentricities d, and d,. 

If the moment of flexure is acting as indicated by the 
arrow at 1, the curvature of the member 1-2 near 1 will be 
convex to the positive side of the crdinates y; such a moment 
is considered a negative quantity; it produces tension in 
the top fibres of the member. If the moment, on the con- 
trary, is of such a nature as to cause a curvature concave to 
the positive side of the ordinates y, it is considered as a posi- 
tive quantity ; it causes compression in the upper fibres, and 
it has the tendency to produce a rotation in the reduction of 
the movement of the hand of a watcb. 

If the elastic curve has the form of the dotted line in fig. 
4, there will be a positive moment near point 1, and if the 
figure is turned upside down so that point 2 is to the left, the 
moment at 2 also appears as a positive quantity. Corre. 
spondingly 7, and 7; are considered as positive angles, while 
T, would be a nezative angle, for it goes with a negative 
moment. 

On the member 1-2 there act: moments M, and ¢, d,, 
forces Sand A; both together make t = VS* + A*. 

The levers d will now be considered as reduced to nil, 
such as would be the case in a well-designed structure. If 
M,, S, A, also E and the moment of inertia I of the member 
were given, there would be no difficulty in drawing the 
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elastic curve. And supposing them to be known, at least an 
equation can be formed in whick M,, Sand A appear, and 
which expresses the law of that curve. It must pass through 
the given points 1 and 2. This equation being constructed, 
the tangential angles 7, and 7, can be expressed. This 
gives two equations, each containing the quantities 7, or T,, 
M,, Sand A. From these two equations A can be eliminated. 
The equation which. remains contains S, but S can be con- 
sidered equal to the primary strain of the member, and 
there is : 
M,=KT,+L~x Ty. 


The coefficients K and L contain the known quantities 
E,Iand S,and the length! of the member. There is a 
separate set of K and I, according as the member is a tie 
or a strut. 

It may be seen from the values for K and L at the end of 

El, 
the paper that they are proportional to = or, since £ is 


assumed to be a constant quantity, K and L are propor 
I 

tional to - 
1. 


Besides, formula (1) shows that K and L are moments of 
flexure, for 7, ana T, are very small abstract fractions 
Indeed, J being an expression of four dimensions, and being 
divided by /, represents three dimensions. Of these three 
take two, forming a surface, and nullify this surface by E, 
which is a weight per square unit, and a force is obtained 
of the same nature ast (or p). This force multiplied by the 
remaining third dimensions gives a moment. 

The results obtained may be interpreted, and important 
conclusions may be drawn. 

If in a point, for instance the end point,of a truss twoanem- 
bers are connected, one will be acted upon by the moment 
M,. and the other by the resisting moment Mj. 

Ifthe angle @ is increased by Ja (see fig. 6), the curves of 
the members 1-2 and 1-3 at 1 must still preserve the angle a. 
If 1-2 is weaker as to flexure than 1-3,it will contribute most 
toward making up the difference of «. For equation (1. 
teaches that if K and L are small (flexible member), 7, and 
T, must be great to produce M. Hence the greater the num- 
ber of those members of a truss which are flexible, or which 
have small moments of inertia, the greater will be their 
angles T ; the less, consequently, will be the angles 7’ of the 
stiff members of the truss, which cannot bear great curva- 
ture without great strains. These rigid members are those 
which, to be safe against crippling, must be kept as straight 
as possible; their angles 7' must be kept small. 

The flexible tension members will be thei: protectors 
Hence the practice of designing tensional members as narrow 
eye-bars is favorable to the reduction of secondary strains 
in the very stiffly designed compression members of the 
same structures. 

Secondly, it is good practice to use long panels. For the 
longer the panels, the greater the lengths / of the members, 
and consequently the smaller K and L will become. 

The writer always advocated long panels, and he has used 
them, 10 years ago, nearly 20 ft. longin spans of 100 ft. 
length, and 11 years ago, 19 ft. long in a spanof 152 ft. 
At that time the advantages of long panels were so little 
understood that at a bridge-letting a ‘‘ bridge expert” 
denounced the writer’s plan because it had “‘ no panels.” 
At another letting a good design was simply ignored and 
shelved for the same reason, though the proposal was com- 
mercially the most favo rable among a very great number 
of others. The design yielding the greatest percentage of 
secondary strains received the award. 

Thirdly, the less the deflections of a truss, other things 
being equal, the smaller will be the sums of alterations of 
angles at each joint-point. This sum of alterations of 
angles at each joint-point is mad» up by the angles of 
flexure 7' of the members meeting at this point. The less the 
sum, the less will also be the share of each member in mak- 


ing it up. In other words, the less will be the moments M | 


and the corresponding secondary strains. It is, therefore, 
good practice to build trusses as deep as possible. As 
regards great. depths, American practice for a time was 
ahead of the most economical design on the Continent.* In 
regard to careful design of lateral bracing and attachment 
of floors, the best Continental examples are still in advance. 
Great lateral stiffness is not independent of great vertical 
stiffness, and conversely. A great depth of bridge can be 
used if it is made sufficiently wide, if the lateral and oblique 
bearing are carefully calculated, are carefully proportioned, 
and if the wind braces pass as exactly through the true 
joint-points as do the other members of the bridge. 

The tangential angles of deflection at the ends A and B of 
a truss (see fig. 7) are equal to each other if the truss is of 
symmetrical form and is symmetrically loaded. These two 
angles together are equal to the sum of alterations of the 
total joint angles at one of the chords. The greater the 
angle 7, the more the truss will suffer from secondary flex- 
ures. But the distribution of these angles over the different 
joints, especially the top joints of an ordinary truss, in each 
of which (except at the ends) there meet three stiff compres- 
sion members and only one tensional member, is an impor- 
tant element. If in a pair of corresponding top-chord joints 
a sudden or considerable increase of the sum of the angles 
takes place, these are the points where great extra strains 
must be expected. In girders with vertical posts and paral- 
lel chords this happens near the centers of the top chords. 
The alterations of the joint-angles of a fully loaded parabolic 





* Depths of one-sixth of the span for bridges over 300 ft. long 
one — of 18 ft. length are quite the rule now in Germany rm | 
° s 





bow-string girder are very uniform, which is favorable to 
more equally distributed secondary strains. 
CHARLES B. BENDER. 





APPENDIX. 
For tension (see fig. 4) there is the equation : 
d?y 
EI—- = Ax + Sy—M,. 
dx? 


which integrated gives : 
tx - 
Ely =ae + be 


where e is the number 2.71828. . . 

For « = 0 there is y = 0, for x = / there is y = 0, so that 
a and b are fixed. 

For compression (see fig. 5) there is the equation : 


EI—-- = — Ax — Sy — WV," 


which integrated gives: 
Ax M, 
Ely = a’ sin. at + b’ cos. xt + —- + —- 
t2 t2 
For « = 0 there is y = 0, for x = | there is y = 0, so that 
aw’ and b’ are fixed. 
Each of the equations is now treated as follows : 
Differentiate once and remember that for 
dy dy 
a = O there is —- = 7',, and for + = l there is —- = T. 
dx dx 
Eliminate between the two equations so gained the value 
A and the result is equation : 
M, = KT, + LT. \ 


M, = KT, + LT, § (1) 
The values of K and L are, for tension members: 
EI / 2 11 \ 
Pe eee A a aa BB ce, eee! OS } 
r \ 15 6,300 | 2) 
EI 1 13 \ | 
= —.- »— —>s? seaieaitingiomenes s4 
e\ 30 12,600 
For compression members : 
EI / 2 11 
K= —-(|4-——s? — —-+s 
i \ 15 6,300 ia (3) 
ol 1 lé \ 
L=-—-|2+-—s? -——— $4 
t \ 30 ” 12,600 / 
; SI? 
and there is‘? =._. ands =tl= 4/ —-. 
El 4 EI 


If a triangle has the sides a, b, c, with the angles a, /, v, 
opposite to these sides, and if these sides increase by Ja, 
Ab, «¢. which are very small quantities, from the well- 
known equation : 

a? = b? + ec? —2 be cos. a 

by differentiation and an easy transformation the formula 
is prepared : 

da Ade) (4a db 
4a = eotang. 7 (= — yt + cotang. v & sas 1 (4) 

a c a b/ 
in which the differences must be introduced as negative 
quantities if they are due tocompression. Manderla’s theory 
of calculating the secondary strains must be used only where 
the primary strains calculated are already very near the 
true strains. If, for instance, a two-panel truss with a 
deep continuous beam as top chord is to be investigated, it 
will be necessary to treat this truss as a combination of the 
continuous beam with a yielding middle support. There- 
upon the moment of flexure at the middle point of the beam 
is found, and then only Manderla’s formule can be em- 
ployed. 

(TO BE CONTINUED.) 








Track Problems. 





To THE EDITOR OF THE RAILROAD GAZETTE : 

An old engineer sometimes finds questions of track location 
coming up from time to time for rediscussion which were 
cardinal principles when he began. Not long ago an elab- 
orate argument pro and con. occurred on frog distances, in 
which the most important feature was neglected, viz., the 
use of a short tangent entering and leaving the frog, without 
which no turn-out is properly laid. 

Thirty years ago no assistant was permitted, under the 
best engineers of that day, to lay out a curve without care- 
fully spreading the rails, to allow for the necessary pivot- 
ing of the car, in a case where the traction on the link tends 
to throw the hind truck out and the forward truck inward. 
On street cars with about 8 ft. wheel-base this play is not 
less than % to 1% in. on 60 to 75 ft. radii, as I have fre- 
quently found. A similar action occurs with longer cars, 
and if more care were taken to provide for this necessary 
leverage there would be much less wear of Bessemer rails 
on curves, and less elevation of outer rails would be needed. 

Your demonstration, on page 205, of the play of 1} in. 
for car truck, 33 ft. between centres, with 7 ft. wheel-base, 
on 10° curves, is a valuable illustration of this action as 
between the trucks, but there is also a pivotal throw of the 
hind trucks to be compensated, and both are best met by 
the simple change of gauge, which involves no risk what- 
ever, though it does involve special oversight of track 
layers. 

This becomes more important in view of another rule, 
much neglected, in the gauge of car wheels, which should 
be much closer than usually made, to relieve the rails and 
rolling stock from injurious lateral play. As our super- 
structure becomes more perfect, steadiness of motion should 
be more carefully secured, and with closer gauge of wheels 
the spread of curved tracks can be adjusted accordingly. 
The same theory by which we narrow the gauge in crossings, 








and on carefully built bridges, applies to the whole track, 
though it cannot be so rigidly enforced at present. 
SaMvuEL MCELROY, C. E. 

No. 170 Broadway, New York. 

[We think Mr. McElroy is right in saying that the 
best laid turn-outs are slightly eased in curvature near 
the frog-joint, although one can hardly say there is a 
tangent of measurable length. Given the head-block 
and frog, it is largely a matter of eye to lay down the 
intermediate curve, and we think it may safely be 
left so. It is not true, even theoretically, that two or 
three feet, more or less, in leads of ordinary length 
injures the perfection of the curve for the purpose re- 
quired. 

As toa coupling-link tending to throw the front 
truck in and the rear truck out on curves: the “ lat- 
eral component,” or force tending to drag the car in- 
ward at the coupling, is about 1,600 Ibs. with a 50 ft. 
car on a 10 degree curve. The force required to slide 
the wheels sidewise on the rails, whether standing 
still or rolling, is about one fourth of the load on 
them, or say 7,500 Ibs. Consequently this force could 
not slide the wheels even if applied directly to them 
instead of with unfavorable leverage. A much less 
force might change their direction of motion if prop- 
erly applied to them, as on a street car, but not when 
applied through a centre-pin. Hence no widening 
of gauge is required for this reason. Our demon- 
stration on page 205, to which our correspondent 
refers, had also no reference that we can perceive to 
the question of widening gauge, but simply stated 
that the necessary play in a check-chain was only 1} 
in. on a 10 degree curve when there was no play be- 
tween flange and rail. 

We think Mr. McElroy is right in respect to leaving 
over-much play in car-wheels, although it is a dis- 
puted point, and too much play is probably less dan- 
gerous than too little. The Pennsylvania system 
adheres to and perpetuates a gauge 4+ in. wider than 
the standard, consequently it is obliged to leave a 
large play in order that its cars may run on 4 ft. 84 in. 
gauge. Consequently, it is not now allowing any 
extra play on gauge. The Lake Shore road also allows 
very liberal play, although of standard gauge. Other- 
wise than this, the tendency is to allow about % in. 
play with } in. more on curves, and this we should 
regard as about right, although it is a practice on one 
or two other lines, we are assured, to allow no extra 
play at all on curves. One excuse for this might be 
that the flange wear alone speedily widens the gauge. 

Is it true that gauge is narrowed in crossings and on 
bridges? We are not aware of it.—EDITOR RAILROAD 
GAZETTE. | 





Car Wheels—Straight vs. Taper Wheel Fits. 


A meeting of the Master Car-Builders’ Club was held in 
New York March 20. ‘The President, Mr. Leander Garey, 
announced tbat the subject for discussion was one continued 
from the meeting of Jan. 17—‘tCar Wheels and Axles, 
including the Fitting of the Wheels to Gauge on Axles.” 

The PRESIDENT: I have here a report of the Lake Shore & 
Michigan Southern Railway, showing the service of wheels 
on that road, principally cast-iron chilled wheels. Some of 
them make a very large mileage; one here is quoted as mak- 
ing 231,743 miles, another 183,841 miles, another 112,681, 
another 146,372, another 106,500. The general average of 
wheels is stated here as 57,166 miles, this for 33-in. wheels 
under engine, tender and passenger equipment. The 30-in. 
wheels make a general average of 56,486 miles, 28-in. 
wheels a general average of 53,578, 26-in. an average of 
57,953. 

The general average of 33-in. wheels worn out in five 
years is 72,055 miles, 30-in. wheels 49,533 miles. I would 
like to know if wheel manufacturers consider an increase in 
the weight of wheels necessary. Some roads are now 
using 33-in. wheels weighing 600 lbs. One road using the 
600-lb. wheels has not had a failure during the past winter 
from any cause that could endanger safety. The record 
kept for 30 days on several of the trunk lines years ago 
as to wheels broken in service showed about 90 per cent. to 
be due to cracked plates. Our cast-iron wheels have not 
enough metal in them for the service required. 

No remarks being made, the President said : 

If we cannot get any expression of opinion on wheels,we 
will pass to the next subject, which is the fitting of wheels 
to gauge on the axles. Some days ago I addressed a cir- 
cular letter to several parties throughout the country, ask- 
ing them to give me their opinion as to the fitting of wheels 
to gauge of axles, referring more especially to the straight 
and taper fitting. This was called out by the action taken 
by the New England Club at their last meeting, at which 
time I think the general voice there was in favor of fitting 
wheels with a tapering fit on the axles. 

The following letters were then read on the subject of 
taper versus straight wheel fits. 

Mr. Krrey (Lake Shore & Michigan Southern) preferred 
a straight fit, as being cheaper to turn accurately, and not 
so liable to burst the wheels. 

Mr. V. H. Kouuer (Wabash) said his experience had been 
that a straight fit was superior to a taper fit, as a wheel may 
be moved on the former, and yet remain tight, while on a 
taper fit it is liable to become loose. 

r. JOHN P. LEVAN (Pennsylvania) had always found the 
straight wheel fit the safest and best. 

Mr. W. McWoop (Grand Trunk) had always turned the 
wheel fit parallel, and used a pressure of from 25 to 85 tons, 
and rarely had a Joose wheel. 

Mr. ForsytH (Chicago, Burlington & Quincy) was de- 
cidedly in favor of a straight fit, because experiments show 
that if a wheel put on at 40 tons be moved } in. or ¥ in. 
there is still a pressure ot 35 to 88 tons to hold it. With a 
taper fit the pressure is reduced so rapidly that the wheel 
becomes loose. It takes greater skill to turn a taper fit, 
and consequently wheels are oftener loose, or burst than 
with a straight fit. Careful experiments show; 








cracking in the plates. 
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1. The maximum pressure required to start a wheel from its | 
seat is from 2 to 5 tons greater than that required to force it on. 

2. There is a more rapid reduction of pressure at corre- 
sponding points in pressing off a rough turned axle thana_ 
smooth one. 

5. This reduction of pressure increases with the roughness 
of the axle. It is necessary, therefore, to use a higher 
pressure, and put a greater strain on the wheel in order to 
obtain corresponding resistance through the whole length 
of the wheel seat in forcing off with a rough axle than with 
asmooth one. The best wheel fits at the same maximum 
pressure are therefore made with a smoothly turned wheel 
seat on the axle 

Experiments show that wheels give more resistance to 
twisting on their axles than to being drawn off, and smooth 
axles give more resistance than rcugh axles. A smoothly- 
turned parallel wheel seat, therefore, best resists both direct ; 
and torsional pressure. 

The above writers are all in favor of the straight fit, but 
the following letters take the other side of the question : 

Mr. R. MILLER (Michigan Central) adopts a taper of 4 
in. in the length of the hub, boring with a reamer. Can use 
second run axles without refitting, and have not had one 
loose wheel in last eight years. 

Mr. W. B. Snow (lLilinois Central) has always used a 
tapering fit of ;4,, inch in 61% inches, and presses on with a 
maximum of 35 tons and a minimum of 25 tons, and has! 









| and little looked after. 


























there were 1,129 wheel failures recorded; but the tire left 
the wheel in only 5 cases. 

Mr. NEALE: The failures enumerated by the Board of 
Trade include every case where a wheel appears unsafe. 
Defects rarely occur on passenger stock, but are generally 
found on private owners’ coal ¢ars, which are roughly built 
The most usual wheel defect is a 
circumferential split in a badly welded wrought-iron tire. 

Mr. WHITNEY: The centres of locomotive drivers are made 
of = iron, which shows that the strain on the centre 
is small. 

The PRESIDENT: About 95 per cent.of the wheels removed 
in this country are simply cracked, though termed broken. 
The 5 per cent. average was probably obtained by taking a 
severe winter month, The large percentage of wheels re- 
moved which are cracked in the plate shows that a heavier 
plate is required, and then possibly more metal rust be 
added tormm and hub, 








Master Mechanics Association Circulars. 


The following circular to members of the Master Mechan- 
ics’ Association bas been issued by the Committee through 
the Secretary’s office: 

CONING THE TREAD OF WHEELS. 
The undersigned, your Committee on Coning the Tread of 
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bad no loose wheels, but considers a straight fit might give 
equally good*results. 

The PRESIDENT then stated that the Philadulphia & Read 
ing Co. uses a straight fit. 

Mr. C. A. SmitrH understood that the general adoption of 
the straight fit was agreed upon some years ago. 

Mr. Lentz: The Lehigh Valley Railroad has always pre- 
ferred the straight fit. 

Mr. WuitTNnry considered uniformity desirable on eco- 
nomic grounds. 

The PRESIDENT: The evidence is decidedly in favor of 
straight fits. Experiments show that there is a serious dif- 
ficulty in pressing wbeels on with a certain pressure to 
gauge with taper fits. The question as to the proper weight 
of wheels remains unanswered. If the present wheels are 
too light more metal ought to be added to prevent them 


Mr. Wuitney had nothing to say on this subject, but bad 
some figures as to the percentage of broken wheels in this 
country. The Railroad Gazette estimated that 5 per cent. 
af all the wheels in the conntry broke every year, but 
records kept by the Pennsylvania Railroad show a much 
lower proportion. 

Mr. Brapy asked the cost of the Pennsylvania wheels 
made at Altoona. They were rather steel than cast-iron 
wheels. 

Mr. Wuitney: About 10 per cent. of steel is used. Mr. 
Ely believes their wheels are cheaper to use than steel-tired 
wheels. ‘‘wo years ago the 23-in. wheels under 20-ton 
freight cars weighed 525 Ibs, 

Mr. Exuis: Chilled wheels fail from a great variety of 
causes, while steel-tired wheels in England are generally 
removed because the tire is worn out, There is seldom any 
defect in the wheel centre. 

Mr. NEALE: In England passenger wheels last about three 
years between each turning, and freight car wheels seven 
years. The statement in the Railroad Gazette refers to the 
average of the whole country—good, bad and indifferent 
wheels. Chilled wheels appear more apt to flatten than steel 
tires. 

Mr, Brapy: Railroad accidepts are thoroughly investi- 








gated in England by Board of Trade inspectors, and conse- 
quently the number of accidents is diminished. In 1882 


we, respectfully solicit replies to the followlng ques- 
‘ions: 

1. Do you use cone tread wheels, and to what extent ? 

2. Do you use any with straight tread, or any portion of 
tread straight—if so, please describe ? 

3. How much taper to the inch in diameter of wheel do 
you use, and how much would you recommend ? 

4, If you recommend straight tread, would you turn them 
straight wholly, or cone outer edge, and to what extent / 

5. Do you think there is any benefit derived in coning 
wheels for curves ? 

6. What has been your experience as to the difference in 
mileage or durability between straight and cone-tread 
wheels of same quality and similar service ? 

7. If consistent, send drawings of both straight and cove- 
tread wheels you use, and also drawings of same after they 
are worn out, if possible. 

8. Do not confine yourself to the questions given above, 
but give your experience and opinions in full. 

We trust the members will realize the necessity of fur 
nishing full information on this important subject, that the 
a may submit reports to the next annual conven 

ion. 

Replies to be sent, before May 1, to F. G. Brownell, Master 
Mechanic, Burlington & Lamoille Railroad, Burlington, Vt. 

F. G. BROWNELL, 
J. M. Foss, 


-Committee. 
A. G. Eastman, | 








Transportation in Congress. 


In the Senate on the 24th : 

The following bills were reported favorably from com- 
mittees and placed on the calender: 

By Mr. Morgan from the Committee on Public Lands— 
Granting a right of way over the public lands in Alabama 
and Florida to the Alabama Diagonal Railroad Co. 

Also, granting similar right over public lands in Alabama 
to the Gulf & Chicago Railroad Co. 

In the House on the 24th: 

The following bills were introduced and referred: 

By Mr. Seymour (Connecticut)—Authorizing the erection 





of bridges over navigable rivers under certain conditions, 





By Mr. Morse (Massachusetts)--Providing for the trans 
mission of correspondence by telegraph. 

By Mr. Money (Mississippi)—To secure cheaper correspond- 
ence by telegraph. 

The — of the Committee on Public Lands respecting 
the Northern Pacific forfeiture bill has been pay by 
Representative Henley. It supports the bill for the reason 
that the land on the uncompleted portions of the railroad 
was forfeited on Jury 4, 1879, and should be so declared by 
act of Congress. The power of Congress to declare forfeited 
a grant of public land made to either a corporation 
or a stute by an att containing a clause providing 
for reversion has been established, the report says, by re- 
peated decisions of the Supreme Court. The claim of the 
the company that they constitute an absolute dedication . 
of the lands to the purpose of constructing the roads; 
that there is no contlition subsequent whatever, and that 
the only power in the United States is the power through 
Congress to adopt such measures as may be necessary to 
insure the completion of the road in case the company 
does not build it, is held by the report to be untenable. 
The objection that the goyernment cannot do what will 
prejudice the bondholders and stocl:holders rests upon the 
false assumption that Congress authorized a mortgage of the 
unconditional fee. On the contrary the mortgagee received 
with his eyes open a defeasable estate, and so stands in the 
place of grantor so far es respects the question of forfeiture, 

he objection that the United States did not extinguish the 
Indian titles is answered by the statement that the govern- 
ment was not under obligation to do this. 








Hoffmaster & Arthurs’ Piston-Rod Lubricator. 


We give an illustration of an improved form of gland for 
locomotive piston-rods and valve stems. It is the joint in- 
vention of Mr, Sol. Hoffmaster, the oldest passenger engi- 
neer on the Middle Division and perbaps on the Pennsy]- 
vania Railroad, and Mr. George W. Arthurs, foreman of the 
Pittsburgh Division round-hovse, and has been in use on the 
Pennsylvania Railroad for some time. The main feature of 
the patent is in enclosing the usual swab, and thus protect- 
ing it from dust and preventing the evaporation of the oil. 
The flange of the piston-rod gland is cored out for a cham- 
ber containing waste or other suitable material for holding 
the lubricating substance surrounding the piston-rod, The 
chamber is provided with a cover to protect the waste from 
dirt and dust, which cover is beld in place by a spring, or 
other suitable means, affording convenience in the ready 
removal of the cover for access to the chamber for refilling 
or remova! of the waste, or resupplying the latter with oil. 
This operation of supplying oil is through the small opening 
in the cover. The cover and spring are preferably formed 
of a single piece. To obviate a waste of oil at each outward 
stroke of the piston-rod, a small brass shield containing a 
swab is secured to the front end of the gland. This shield 
surrounds the rod, and is held sufficiently tight against it, 
and against the end of the gland to catch any surplus oil, 
and also serves to protect the swab from dirt or dust. A 
perforation through the under side of the chamber permits 
the escape of condensed steam, and prevents it being blown 
out through the absorbing and lubricating filling. 

The operation and advantages of the invention will be 
readily undefstood. Means are provided for keeping up the 
necessary supply of oil and also of preventing the waste of 
oil which occurs with other lubricators, and great compact- 
ness is secured by dispensing with the ordinary oil cup. The 
invention is patented in the United States and Canada. 








National Association of General Passenger and 
Ticket Agents. 


Tbe semi-annual convention of this Association was held 
in Cincinnati, Tuesday, March 18. The convention was 
called to order at 11 a. m., President Tuttle in the chair. 

A call of the roll developed the fact that a quorum was 
present. 

The Executive Committee took favorable action on all 
credentials presented to them, and reported to that effect 
through their Chairman, Mr. Townsend. 

The following is the list of members present. Those 
marked with a * have become members since last conven- 
tion: 

Allen, D. C., South Carolina, 

Archer, John J., Scioto Valley. 

Atmore, C. P., Louisville & Nashville. 

Baldwin, Wm. S., Buffalo, New York & Philadelphia. 

* Barney, P. W., Champlain T. Co. 

* Benson, O. S., Brunswick & Western. 

* Best, J. H., Keokuk & St. Louis Line. 

Boothby, F. E., Maine Central. 

* Boyd, S. F., Minneapolis & St. Louis. 

Boyleston, S. C., Charleston & Savannah. 

Bronson, H. M., Indiana, Bloomington & Western. 

*Brown, F. E., Concord R. R. 

Byington, E. B , Lehigh Valley. 

Cark, J. S., Louisville, Evansville & St. Louis. 

Carpenter, T. P., Lake Superior Transit Co. 

Clark, A. E., New York, Pennsylvania & Obio. 

Chandler, F., Missouri Pacific. 

Charlton, Jas., Chicago & Alton. 

Cole, L. M., Baltimore & Ohio. 

Cummings, 8S. W., Central Vermont. 

Connor, Geo. L., Old Colony Steamboat Co. 

Danley, W. L., Nashvilie, Chattanooga & Ss. Louis. 

*Dodge, E. F., St. Paul & Duluth. 

Egan, John, Cincinnati, Indianapoiis, St. Louis & 
Chicago. 

Emmerson, T. M., Atlantic Coast Line. 

Emery, I. 8., Rochester & Piitsburgh. 

Flanders, D. J., Boston & Maine. 

Fuller, H. W., Chesapeake & Ohio. 

*Hibbard, F. B., Ulster & Delaware. 

Hooper, 8. K., Hannibal & St. Joseph. 

*Horner, B. F., New York, Chicago & St. Louis. 

. Hanson, A. H., Illinois Central. 

Harrison, W. H., Columbus, Hocking Valley & Toledo. 

Hill. Wm., Chicago & Eastern Illinois. 

Hall, Jas, M., Wheeling & Lake Erie. 

Hynes, 8. B., Southern Kansas Railway. 

Kile, Chas. McD., Valley. 

*Littlefield, James, Boston & Bangor 8. 8. Co, 

Lockwood, C. L., Grand Rapids & Indiana. 

Lowell, Percival, Chicago, Burlington & Quincy. 

Macmurdo, John R., Richmond & Allegbany. 

McCollister, A.. Cincinnati, Selma & Mobile. 

Moran, M. R., New London Northern. 

Morse, J. W., Union Pacific. 
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Morse, F. W., Montpelier & Wells River. 
Orme, A. J., Atlanta & West Point. 
Pope, A., Shenandoah Valley. 

Pope, A., Norfolk & Western. ; 
Pope, A., East Tennessee, Virginia & Georgia. 

Ray, E. A., New Haven & Nortehmpton. : 
Sanderson, Geo. A., Toledo, Cincinuati & St. Louis. 
Shattuc, W. B., Ohio & Mississippi. 

Shephard, F. C., Pensacola & Atlantic. 

Smith, A.“D., Pittsburgh & Lake Erie. 

Stebbins, C. 8., Union Pacific. 

Smith, A. J.,C.,C., C. & land I. & St. L. (Bee Line). 
Smith, Geo. W., Lake Erie & Western. 

Scevenson, Samuel, Cincinnati, Hamilton & Dayton. 
Taylor, C. A, Richmond, Fredericksburg & Potomac. 
Tarall, W. A., Coicago & Northwestern. 

Townsend, H. C., Missouri Pacific. 

Tuttle, L., Eastern (Mass.) 

Van Bentbuysen, C. R., Hudson River Live Steamers. 
* Walters. M. B., Peoples’ Line Steamers. 

Waller, Chas. J., Mobile & Ohio. 

* Warren, C. H., St. Paul, Minn. & Manitoba. 

* Waldron, E. A., International 8. 8. Co. 

Wilson, E, P., Cincinnati Soutbern. 

Wishart, D., St. Louis & San Francisco. 

Wrenn, B. W.. Westera & Atlantic. 

Zimmerman, D. M., Camden & Atlantic. 


Honorary Members Present. 

Pierson, S. F,, New York. 

King, Ww. H., Cincinnati. 

Pillsbury, J. W., Cincinnati. 

Penfield, T., Chicago. 

Fitcb, Chas. L., New Orleacs. 

Keller, Murray, Louisvilie. 

Burch, J. A, Buftalo. 

Total number of members, 153; number present, 69. 

Special credentials for this meeting were presented as fol- 
lows: 

By A. F. Merrill, representing the Chicago, Milwaukee & 
St. Paul; by O. H. Briggs, representing the Providence & 
Worcester; by E. O. McCormick, representing the Louis- 
ville, New Albany & Chicago; by C. W. Adams, represent- 
ing the Pennsylvania Company; by J. E. Hannigan, repre- 
senting the Burlington, Cedar Rapids & Northern; by J. M. 
Chesbrough, representing the Vandalia Line; and by Thomas 
McGill, representing the Central. of Georgia. The Pennsy]- 
vania Railroad was represented by George Boyd, Assistant 
General Passenger Agent. 

The next order of busiuess was the making of passenger 
rates, which on motion properly seconded and carried was 
dispensed with. The selection of the next place of meeting 
was nextinorder. The following points were nominated: 
Boston, Mass., and Lake Minnetonka, Minn. Boston was 
selected. 

Unfinished business was next in order. The Rate Bureau 
Committee of 15 appointed at the last meeting reported 
through their Chairman, Mr. Atmore, that sufticient prog- 
ress had not been made to enable them to present a 
proper report, and on motion were given further -time. 
There being no further unfinished business the Chair an- 
nounced that the convention wonld proceed to the consid- 
eration of such miscellaneous business as might be on the 
table. The following gentlemen were nominated as hon- 
orary members: R. T. Brydon, T. Penfield, C. L Fitch, 
Murray Keller, A. B. Leet and J. A. Burch. The Chair 
announced that if there were no objections the Secretary 
would place tke above mentioned names on the list of hon- 
orary members, and as none were offered it was so ordered. 

The Secretary announced that he had a communication 
from Mr. Chas. L. Fitch, Chief of Transportation for ‘‘ Tbe 
World’s Industrial and Cotton Centennial Exposition,” to 
be held in New Orleans, La., commencing the first Monday 
in December, 1884. As Mr. Fitch was in attendance, on 
motion which was unanimously adopted, he was invited to 
present the matter. The Chair here announced that if there 
were any gentlemen present who were not under the rules 
entitled to seats in the convention they would please 
retire. 

Mr. Wilson, who had been _— to wait upon Mr. 
Fitch, reported him in person. He presented the claims and 
wishes of the exposition in a concise, complete and careful 
manner, after which the following was offered by Mr. Wil- 
son, seconded by Mr. Atmore: . 

“* Resolved, That the President be authorized to appoint a 
committee of 15 with power to act. properly representing 
the territory from which travel to the World’s Exposition at 
New Orleans may be drawn. Said committee be instructed 
to meet promptly and prepare basis rujes and rates to gov- 
ern transportation of passengers to New Orleans, and to 
transmit its conlusions to the Secretary of this association, 
who is hereby instructed to promulgate the same as the 
official action of this association.” 

An extended discussion of tbe resolution followed, partici- 
pated in by Messrs. George Boyd, Charlton, Stebbins, At- 
more, Wilson and Smitb, after which it was adopted. 

The Chair appointed the committee, as follows: Messrs. 
Wilson, Atmore, Hanson, Chandler, Waller, Pope, Pierce. 
Wood, Slaughter, Wrenn, Whitehead, A. J. Smith, Ford, 
Shattuc, Emmerson. 

The Secretary read a commenication from the Secretary 
of the National Association of General Baggage Agents ; no 
action was taken. 

A communication was presented from W. D. Parker, 
Superiotendent of Transportation National Educational 
Association, to be held at Madison, Wis., July, 1884. An 
informal discussion, participated m by Messrs. Thrall, At- 
more, Boyd and Boyleston, followed, after which, on motion 
seconded and carried, the matter was referred to the district 
associations for such action as they might desire. 

The Secretary presented petitions from the wholesale dry 
goods and notiun merchants, the wholesale hoot and shue 
houses and from the wholesale clothiers of Cincinnati, re- 
questing certain concessions in the woy of rates on baggage 
and mileage tickets. The Chair reminded the Association 
that they had a General Committee whose duty it was to 
examine matters of this kind and recommend action to the 
convention, and suggested that these be referred to that com- 
mittee. An informal discussion followed, participated in by 
Messrs. Boyleston, Shattuc, Pope and Boyd. A motion was 
made and seconded tbat a special committee of five be ap- 
pointed to wait on the merchants, which was laid on the 
table, after which the whole matter was by motion duly 
seconded laid on the table. 

Applications for special rates for the National Baptist 
Anniversaries. also for special rates tor the International 
Sunday School Convention were by regular methods referred 
to the local associations. 

On motion adjourned until 10 a. m., March 19. 


SECOND DAY. 


Wednesday, March 19, the convention was called to order 
at 10a. m., President Tuttle in the chair. - The consider- 
ation of miscellaneous business was resumed 

The Secretary announced that he bad been interviewed by 
one of the committee of Cincinnati merchants, who feared 
that the convention in considering their petition during 
the session of the 18th, bad regarded the question as a local 





one and desired that the Association should be made aware 
of the fact that they had other petitions from the merchants 
of Baltimore, Philadelphia, New York and Rochester, and 
wisbed them to reconsider their action. Ou motion duly 
seconded and carried the question was taken from the table 
for further consideration. As the petitioners requested 
changes in present rules as to excess baggage and mileage 
tickets, on motion which was adopted the question was 
divided. 

The following was then offered and seconded : 

‘** Resolved, That on and after April 1 next, 250 pounds of 
baggage shall be allowed all commercial travelers, traveling 
over reads numbers of this Association.” 

Remarks by Messrs. Shattuc, Wilson, Boylston, Emmer- 
son, Thrall, Boyd. Pope, Chariton and Taylor followed, 


the whole matter be Jaid on the table. 

Communications to the Western Association, which had 
by it been referred to this Associaticn, were presented : but 
as they were similar in character to those that had already 
been disposed of, they were referred to local associations for 
action. 
National Teachers’ Association, to be held at Madison, Wis., 
July, 1884, and one from H. Z. Leonard, asking for special 
rates to the National Convention of the National Party, to 
be beld at Indianapolis, May, 1884 ) 


not read. The rule adopted at the meeting in New York, 


which is as follows: 

‘Tickets shall be reported as sold, to the roads over which 
they read, and they shall not be reported to roads over 
which they do not read, even if they are honored over such 
roads, except by the consent of the road or roads over which 
such tickets read.” 

At this point the Chair allowed an informal discussion of 
the question of ‘* Skeleton Tickets.” It took a wide range 
and was interesting and spirited, and was participated in 
by Messrs. Atmore, Shattuc, Charlton, Pope, G. W. Smith, 
Boylston and Stebbins. 

be Chair announced, that as there was no further miscel- 
laneous business, we would proceed to the next order, which 
was the election of officers. 

Mr. Sbattuc nominated, for re-election, the present Presi- 
dent, Mr. Lucius Tuttle, of Boston, Mass. There being no 


other nomination, the Secretary, on motion, was instructed 
to cast the vote of the Association for Mr. Tuttle. Mr. 
Shattuc presented the name of Mr. Taylor, of Richmond, 
Va., the present Vice-President, for re-election to that 
office, and as there were no other nominutions, and on mo- 
tion duly seconded, the vote of the Association was cast in 
the same manner as for the President. 

Mr. A. J. Smith’s name being the only one presented for 
the office of the Secretary, the President was directed to 
cast the vote of the Association for him, which was done. 

The Chair announced the following nominations for mem- 
bers of the Executive Committee : Geo. L. Conner, New 
York ; James Charlton, Chicago ; Samuel Stevenson, Cin- 
cinnati. 

For the General Committee: D.J.Flanders, Boston : 

. C. Norris, Denver; C. R. Van Benthuysen, New 
York, and in place of Mr. H. R. Dering, who is no longer a 
member of the Association, Mr. D. M. Kendrick, of Albany. 

As there were no objections, the above nominations stood 
confirmed. 

The Chair allowed the following to be offered, out of 
order. 

** Resolved, That the Chair appoint a committee of five to 
formulate resolutions expressing in same the benefits derived 
from the adoption of standard time, and of our appreciation 
of the labors of Mr. W. F. Allen, editor of the Official 
Guide, in having this much desired arrangement perfected, 
to report to the Secretary after adjournment.” 

Adopted unanimously. 

The Chuir appointed as such committee Messrs. Atmore, 
Pope, Boyd, Shattuc and Charlton. 

The following was offered aud adopted unanimously: 

“* Resolved, That the Secretary of this Association be in- 
structed to tender a vote of thanks to the proprietors of the 
Burnett House, for courtesies extended by furnishing a rvom 
for this meeting, and for other facilities rendered for the 
transaction of business. And that thanks be extended to 
| the several theatrical managers of Cincinnati for the cour- 
tesies received from them.” 

On motion, the Convention adjourned sine die. 








A Triple Collision. 

The Engineer says that on Sunday morning, 
series of railway collisions occurred on the Caledonian 
Railway. A freight train from Perth to Aberdeen had got 
as far as Kirriemuir Junction, about three miles from For- 
far, whenit was shunted from the down to the up line to let 
the mail train pacs. Shortly afterward another freight 
train from Forfar came up and collided with the Perth 
train, the result being that nine cars were smashed and both 
lines were blocked. Some very large logs of wood which 
were thrown from the cars fell upon the signal wires, so 
that the officials were unable to raise the signal against tha 
mail train, which had before the collision occurred passed 
Glamis, the station to the south of the junction. It seems, 
however, that even had the signals been workable there 
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RAILROAD GAZETTE. 


after which a motion was made, seconded and adopted, that | 


(One from R. W. Stevenson for special rates to the | 


Mr. Emery asked the opinion of the Association as to the | 
rights to report coupon tickets to lines over which they do | 


in September, 1879, was read, which is still in force, and | 
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would not have been time to avert the second collision 

which occurred. The mail train had reached the distant 
| signal, but the thick weather prevented the engineman of 
| the mail seeing what bad occurred. As soon as he did see 
| the wrecked train he applied his brake, but it was too late; 
| the engine struck one of the wagons and them came upon 
|some of the logs of wood. In this way the engine was 

nearly overturned, and the permanent way torn up 
| and destroyed. The scene was now one of great confusion; 
| cars, engines and débris blocked both rails and covered the 
| banks. Insome miraculous way the officials in charge of 
| the trains escaped almost without injury, as did also the 
| post-office officials, but some were shaken. 








Double-Head Driving-Wheel Lathe. 


We illustrate herewith a new double-head driving-whee1\ 
lathe built by the Niles Tool Works, of Hamilton, Ohio. 
| This lathe is designed with special reference to power and 
strength, to adapt it to the heavy work for which it is in- 
tended. The cut represents a lathe of 84-in. swing, capable 
of turning drivers 6 ft. 6 in. diameter on the tread. It is 
| shown without quartering and crank pin boring attachment , 
which when in place is located on the back-head, the spindle 
extending through the face-plate and drilling from the out- 
| side of the wheel inwards. In order to get the greatest 

strength and stiffness at the point where the greatest strain 
is imposed, the front web of the bed is elevated, so that very 
short and stiff tool posts may be used. The back web of the 
bed, which is not subjected to such great strains, is made 
low, so as to facilitate the handling of wheels in and out of 
the machine. 

The driving cone has six steps for a belt 6 in. wide. 

One face-plate has internal and external gears, so that it 
may be driven at 12 different speeds; the right-hand face- 
plate has external gear only, thus giving it six different 
speeds. The face-plates may be driven together or sepa- 
rately, as desired, or at the same or different speeds. 

Every gear about the machine, including the large internal 
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DOUBLE-HEAD DRIVING-WHEEL LATHE 


| and external gears on the face-plates, is accurately cut from 


| the solid. These large face-plate gears are not cut or cast 
directly on to the face-plate, but are separate rings bolted 
| fast to it by a heavy flange. They are equally as strong as 
| if cast with the face-plate, and at the same time, should any 
| accident occur causing the breakage of a number of teeth 
| the gear can be readily replaced. 
| The main driving shaft, which transmits the power from 
| one face-plate to the other, is a heavy steel forging of extra 
large diameter, so as to reduce to a minimum the torsion, 
| which is a fruitful cause of chatter to the machine. In this 
| lathe this shaft is 514 in. diameter. - 

The main spindles to which the face-plates are attached 
| have very large and long bearings. Each main spindle has 
an internal sliding spindle, with sufficient traverse, so 
that wheels may be turned on their axles with both crank 
pins in place. The compound rests have automatic feeds in 
all directions, operated by over-head rock shaft, driven by 
feed disks on the ends of the spindles. 


Marking Cars of Fast Freight Lines. 





The following report on marking cars of fast freight lines 
was presented to the Master Car-Builders’ Association at its 
last annual convention in Chicago : 


Your Committee which was appointed yesterday and in- 
structed to confer with the delegates from the Car Account- 
ants’ Association of the United States and Canada in refer- 
ence to a better system of marking the cars of fast freight 
lines, beg leave to report as follows : 

The Car Accountants’ Association of the United States 
and Canada at their recent Philadelphia meeting, resolved 
to make an effort to induce the managers of railroads and 
of fast freight lines to adopt some such uniform system of 
marking the cars of fast freight lines as would result in an 
abatement of the trouble which now exists in reporting and 
recording the movement of those cais. The Car Account- 
ants’ Association therefore appointed a committee (com- 
prising Mr. Maroney of the Baltimore & Ohio, Mr. Squires 
of the Chicago, Burlington & Quincy, and Mr. Davis uf the 
Michigan Central Railroad), and instructed that Committee 
to ask the privilege of appearing before the Master Car- 
Builders’ Associativn at tneir Chicago meeting. That Com- 
mittee, through its Chairman, Mr. Maroney, presented the 
subj+ct before the special session of this Convention yester- 
— se. 

our Committee now reporting have conferred further 
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with the Committee of the Car Accountants’ Assoviation, 
and are prepared to recommend that the Master Car-Build- 


ers’ Association should exert its influence toward the general 


adoption of such system of marking the cars of fast freight 
lines as is suggested by the Car Accountants’ Association. 

For marking the cars of fast freight lines, which are made 
up by contributions from the equipment of several roads, 
this system is, briefly, as follows, and as represented in figs. 
10 and 11: 

First—That one-half of the space on each side of the car 
should be reserved for the name of the fast freight line and 
the number of the line car ; that the name of the fast freight 
line should be spelled out in full, with the line car number 
directly under it. 

Second—That the other half of each side of the car should 
be reserved for the special trade-mark or advertising symbol 
of the fast freight line, and the name of the road owning the 
car ; that the latter should be placed near the sill of the 
ear and should not be more than 4 in. high. (If the car 
has an ownership number, separate and distinct from the 








A Singular Accident. 
se Cornwall Monday afternoon a large stone became 


against the side of the bank and then passed directly through 
one of the palace cars. 


seats were occupied at the time of the accident.—Port Jervis 
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from Buffalo and Dunkirk, cleared away the wreck. The 
Nickel Plate tracks were used for the transfer of passengers.” 


Train Reveries. 


In the enforced idleness pertaining to travel, after having 
your eyes fairly danced out of your head in a vain attempt 
at reading, one’s mind wanders out toward bis neighbors 
and his eye falls listlessly on the o-her occupants of the car, 
Then perhaps you fall to speculating as to whence such and 
such an one came, and who he is and what he may be. And 
he sees you staring at him and you then take within your 
range some one else. 

Shortly the train-boy, possessing the eupbonious title of 
‘**News Butcher,” crosses your vision. wy the news- 
butcher was ever created is not a mystery. ere it not for 
him what would become of debilitated figs, antiquated sand- 
time to the railroad hands, and more than one brave and | wiches, and indestructible pies? What loss would ensue to 
honest member of the crews running South to the stricken | some one did not the butcher thrust upon a helpless travel- 
districts contracted the disease and died in the discharge of | ing public his valuable wares? But the butcher is for the 
his duty to his employer and his fellow-man. Many were | most p»rt a bright-faced fellow, pert and persevering, and 


While the Kingston express on the West Shore road was 
oosened from the bank above, and, rolling down, struck 


[t entered one window, making a 
hole about a foot in diameter, and passed out at the opposite 
window. Strange to say no one was injured, although both 


Gazette, March 20. 
A New Disinfectant. 





The yellow fever epidemic of two years ago wasa trying 


ithe piteously sad things that were witnessed by the train-' when you consider that the iron hand of monopoly allows 
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line number, it should appear immediately after the name | 


of the owning road.) 
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men during that time, but sprink!ed in occasionally were | bim as remuneration not more than 20 per cent. of his gross 
some ludicrous ones, made so by their contrast to the sad | sales, your heartstrings vibrate with sympathy and a desire 





* Third—That the ends of the car should have no marks | ones, if by nothing else. The following is one of this class, | to take the position yourself. 


other than the initials of the fast freight line and the num- 
ber of the line car. 

To illustrate: If Pennsylvania Railroad box-car 411 was 
in the Empire Line as their car 11,751, the marking, under 
this system, would be as follows : 

On one end of each side of the car would appear : 


EMPIRE LINE, 
11,751. 
On the remaining half of each side would appear : 


<= * 
PENNSYLVANIA RAILROAD, 411. 
while on each end of the car would appear : 


E.L., 
11,751. 


In the case of local freight lines, made up entirely of the 
equipmeut of one road, the arrangement would be simply as 
follows : 

First—That one half of each side of the car should be 
reserved for the initials or name of road and the car number. 

Second—That the other half of eaca side of car be reserved 
for the special symbols or advertising sigas of the local 
freight line 

Third—That the ends of the car should contain no other 
marks than the initials or name of the road owning the car 
and the car number. 

It is understool that the above restrictions would not 
apply to marks (in small letters or figures) referring to the 
capacity, light weigbt, place and date of manutacture, party 
building car, or car-trust ownership. 

It is recommended, however, as the sense of this Associa- 
tion that such marks should preferably be placed on the 
sides of the car and near the sill. 

Your Committee recommend that the whole subject be 
brought to the attention of all active and representative 
members of the Association by special circular, and that 
each member be furnished with two or more copies of that 
circular, in order that general superintendents and general 
manazers may be by them made acquainted with the action 
of this Associatlon on this subject. 
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E.L 
11,754 
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It is believed that if the managers of fast freight lines are 
appealed to through these channels, and the proposed system 
of marking be adopted for all fast freight line cars which 
are hereafter repainted, built or rebuilt, the trouble and 
annoyances which now exist will rapidly disappear. 

R. H. SOULE, | Gommittee 
L. GAREY, { 3 


* On cars of other lines the special advertising symbol or marks 
of the line would be substituted for the dart. 
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told by a Louisville & Nashville conductor, on whose train| And the porter. Perhaps more people go down to their 
it occurred : | gray hairs in the bash wondering on the subject of train 
‘It will be remembered that all coaches running south of | portersthan upon avy otber of modern invention. Now there 


Bowling Green were subjected to a most unmerciful fumi- | seems to be some use for the sleeping car porter. His office 
gating or disinfectin process while at Louisville, | is to collect half a dollar from each p»ssenger. But the day 
and on their south-bound journey the odor was anything be np porter. He is a revivalist. He does not prev upon 


but that emanating from the gilt-edged ladv’s vottle of | the passenger, tut he watches—bis chances. Watch him 
jockey club or the dainty dude’s tub: rose. On this trip mv | and you may note how he revives and brings to conscious- 
train had beeu most thoroughly purifi-d and the smell | nessa sleepy mortal. The next time you pass that wav just 
would have made an emigrant train blush for shame. I | note how much work he has on hind when the gentle voiced 
had a pretty good run out, all the coache~ being comfortably | brakeman whispers ** Di-hal-is.” But upon nearing Fort 
full. I made my first round and noticed a sedate and digni- | Worth the porter’s occupatiou’s gone, for everybody is on 
fied English gentleman, who appeared ratber fidgety and | the alert to catch the first glimpse of that live place, and 
nervous. When I reached him he jumped up with the | needs no awakeni»g. Aniso with Mr. Britton you too get 
ejaculation, ‘Suffering Egypt. Mr. Conductor, what hin off the cars at the Fort, and hold fondly in memory the 
the name hof hall that’s hawful caus-s this stink ? I ex- | butcher and porter.—Fort Worth (Texas) Gazette. 

plained to bim the necessity for the odor, and he settled | A Dist b 

down witb a balf-satisfied, what-can’t-be-cured-must-be-en- | ishonest Conductor. 

dured expression. We ran pretty well on time, but the fur-| In Philadelphia, March 21, James Crawford, who was 
ther south we got the louder seemed to be the dis | convicted before Judge Arnold during the term of embez- 
infectant. Along somewhere between Sonora and Upton | Zling railroad tickets while in the employ of the Pennsyl- 
our train collided with a skunk, and f:om the odor it was | Vania Railroad Co, as a conductor on a Pullman car, was 
evident the little animal had shared the fate of the bull that | sentenced to an imprisonment of six months. This makes 
tried to paralyze the locomotive. Our English friend was | the seventh conviction secured through the efforts of the 
lying back on his seat, vainly endeavoring to purify the air | passenger department of the Pennsylvania Railroad Co. to 
by filtering it through his hat, and when this little episcde | protecs itself from loss and its passengers from deception by 
of the skunk occurred it was too much for him. His sensi- | ticket scalpers. In the testimony given ou the trial five 
tive stomack could stand no more, and he suddenly pusbed | Stoleu tickets were traced from the bands of the company’s 
up a window and relieved that overburdened portion of his | 9gent, by whom they were regularly sold to the passengers, 
auatomy of all it had received in the preceding twelve hours. | from the passengers to Conductor Crawford, from Crew- 
After this delicate operation he slowly turned to me with | ford to a New York ticket scalper, and finally to an agent 
the saddest expression I ever saw on a human tace and said, | of the company acting as detective, who bought them back 
‘Mr. Conductor, hit this plan of turning hon a new disin- ; from the scaiper. 

tectant hevery time the train moves a few miles bis to be “Sean i _ 

kept bup, Hi wish you would oblige me by putting me hout A Narr metal Escape. ~ ’ 

at the first good fever station youcome to. Hi think Hi| _ The miners working in a new slope at the mines of the 
would prefer the yellow fever to being stunk to death,’ ”— | Hudson River Ore & Iron Co. at Burden, N. Y., had a nar- 


Louisville Courier-Journal. 
Putting on Style. 


In making an examination of the condition of matters on 
the line of the Mexican Central Railroad, General Manager 


| row escape from instant ‘death a few days ago. The blaster 
| had 150 lbs. of Rackarock powder in a large box, all ready 
| for cbarging the blast holes in the heading, when a miner 
| came by with a bundle of cotton waste under bis arm and 
|alamp in his hand. When opposite the powder the waste 


Robinson recently found a little station, which was return- | caught fire, and the man, being very much frightened, 
ing at the rate of about $500 a year, where the agent was | threw the waste directly into the box containing the pow- 
clothed in a gaudy uniform and had tbree clerks and five | der. Tbe box caugbt from the burning waste and both box 


peons to assist him. Mr. Robinson inquired how he was | 
getting ov, and if be would not like more help. He replied | 
that he was getting on fairly well, but could stili use two 


| more clerks and peons; whereupon Mr. Robinson expressed 


his opinion pretty freely on the condition of affairs, and 
ordered the immediate discharge of two of the clerks and 
three of the peons. The account does not state whether he 
cut down the uniform. 


Positions. 

The man in the railway signal tower may not geta 
princely salary, but he nevertheless has a looker-tive posi- 
tion.— Pittsburg Chronicle-Telegraph. 

*“* What are the emoluments of your office, and what is 
yonr prospect of ri-ing to a higher position 7’ asked the 
Commissioner of Statistics. ‘‘ Well,” answered the brake- 


man, “I don’t much think the company’ll build any monu- | 


ment to me—nor any One else for that matter. As to posi- 
tion, the highest one I ever got was on top of a blamed cir- 
cus car, and then [ got a whack from a low bridge that laid 
me up for a week.” 


An Oil Accident. 


A dispatch from Buffalo, N. Y, March 21, says: “A 
freight train of about 30 cars, including 10 oil cars, on the 
Lake Shore road broke in two near Angola, a short distance 
from this city, about 1 o’clock this morning. When the 


break was discovcred the forward part was stopped and | 


backed up. The momentum of the rear part of the train 
had not ceased, and the two sections came together 
with great force. The collision caused an Oil tank to explode 
and take fire. In an instant it wasa mass of flames. The 
fire communicated to another tank, and the two made a 
rousing fire. A number of villagers gathered about the 
wreck, when there were more explosions and several persons 
were burt. Jesse Stone,a boy, was blown over a fence; 


| Jacob Friend, a hotel-keeper, was seriously burned, and two 
| braketmen named Silvers and Trawley were also burned by 


the hot oil. The cars continued to burn until 26 were 
consumed. Both tracks were blocked with the débris, and 
the rails were warped and twisted, Wrecking trains, sent 


and powder were completely burned up, but none of the 
Rackarock exploded, although 35 of the cartridges had ex- 
ploders in them, and these exploders were fired. 


Train-Wreckers Captured. 


A dispatch from Pittsburgh, Tex., March 16, to the Fort 
Worth Gazette, says: ‘On the night of Feb. 3, the north- 
| bound passenger trainon the Texas & St. Louis Railroad 
| was wrecked by some unknown party near here, causing 
| considerable damage. The case created some excitement at 
| the time,and the railroad company offered $500 for the 
| arrest and conviction of the guilty party. Mr. R. M. Heath, 
a detective of this place, and J. D. Spofford, our able deputy 
| sheriff, who had been working up the case in a quiet way, 
| obtained sufficient evidence to arrest one Sam Holmes, 
| colored, who lives within a few hundred yards of the spot 
where the wreck occurred. He was accordingly lodged in 
| jailat this place last night. Holmes confessed to another 
| negro and a white man, whose face was blackened for the 
occasion, that he did wreck the train, andshowed them how 
it was done; but since bis arrest he stoutly denies any knowl- 
edge of the affair whatever. It is generally believed he is 
| the guilty party, and there is some fear of his being hung 
| by a mob. ,Mucb credit is due to Messrs. Heathjand Spofford 
for the able manner in which they have worked up the case, 
and the public and the railroad can rest assured that we 
have officers that will look out for their safety and property.” 
A Runaway Freight Train. 

The midnight echoes were awakened last night along the 
Pan Handle in the eastern part of the city in a way that 
the railroad men and the citizens of that section will never 
forget. A wild freight train, 16 loaded cars, started from 
the brow of the smart grade at Grant street, near the Deaf 
and Dumb Asylum, and, with ever increasing momentum, 
drove rapidly down throngh the long live of freight cars, 
whirled past the shops at Noble street, and with a rumble 
and a roar rolled over Pogue’s Run bridge, rounded the lon 
switch leading from the Union tracks at East street, an 
like a whirlwind swept across Virginia avenue and into the 
Pan Handle freight depot. Three empty cars were standing 
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on the depot switch near the westend, the runaways crushed 
into them, suapped off the 16-in. solid oak butting-post, 
drove them through the heavy doors at the west end of the 
depot, and pitched them in a heap clean across Delaware 
street. 

The biggest thing about it was that from so great a danger 
so little loss resulted, The Union tracks are clear at 1 
o’clock in the morning; no trains and no people, except the 
night trains, are on the tracks. Jim Brown, night Pan Handle 
yard man, was making up the eastern freight train. Switch 
engine No. 303, Charles Kline, engineer, Dunham, fireman, 
had hauled the 16 ears from the depot (leaving the 
switch turned as usual) to the outer yards. There, on a side 
track, some cars were off the track. The crew of 303 left 
their train on the main track on the brow of the hill, Brown 
and Healey, as they claim. first setting two brakes to hold 
the train. The intention was to assist in putting the cars 
which were off the track back on again, then to continue the 
trip to the Belt. No. 303 had scarcely left the cars when 
they began to waver and finally started slowly toward the 
city. Brown did not see that they were in motion, or 


thought they could easily be overtaken. Svon, how 
ever, a roaring sound reached his ears and he 
realized that his train was nearly half a_ mile 


away, dashing down the Union track straight for the depot. 
No. 803 started in pursuit at the top of her ‘‘pony” speed. 
Near Noble street the cars were overtaken, but their speed 
was so great that the engine could not couple tothem. A 
halt was made by the engine, and breathlessly the crash 
was awaited. It soon came At the train dispatcher’s of- 
fice, near New Jersey street, several switchmen tried to 
board the train and put on brakes, but it dashed by them 
like a lightning express. ‘They say it was making at least 
25 milesan hour. The speed must have been prodigious. 
Not only was a section of the brick wall of the depot carried 
away, but Delaware street was plowed like prairie ground, 
the bowlders and bricks of the pavements uprooted and the 
curb-stones ground to powder. Evans’ oil mill had a nar- 
row escape. The cars, as they shot through tbe end of the 
depot, were aimed directly at the brick walls of the mill, 
but the second curbstone turned the course of the first car, 
and, after mounting the sidewalk, it turned northward and 
tumbled ove rinto the vacant lot adjoining the mill. The trucks 
of the three cars were all torn off and scattered about the 
street, and the cars were badly damaged. The loss will not 
exceed, probably, 81,C00.—Jndianapolis News, March 22. 
Caring tor Employes. 

The Eastern Railroad Co. has placed a large room in its 
passenger statiou at Salem, Mass., at the disposal of its em- 


ployés, to be used as a reading-room and a place for meet- 
ings. 
Damages for a Voice. 

A singular suit for damages was recently concluded in 
Cherlotte, N. C. r. J. M. Turrentine was some years ago 
a mail agent on the route between Charlotte and Danvilie. 
He claimed that during the cold weather the company failed 
to provide a stove in his car, from which he took cold and 
suffered so severely that he lost his voice. Mr. Turrentive 
appraised his voice at $20,000, and brought suit against the 
Richmond & Danville Co. for that amount. The suit was 
finally concluded by a verdict against the company for 
$2,500. 

A Car in a Tree. 


Lost car agents find cars in all sorts of curious places, but 
Mr. Rogers, of the Pennsylvania road, recently had an ex- 
perience which was out of the way even for him. In search 
recently of two missing coal cars out in the flooded district 
in Ohio, be found one of them in a corn-field, which was not 
= uncommon, but soon after he found the other on the top 
of a tree. ‘i 


Forgetting the Baby. 

Raiiroad conductors are continually receiving telegrams 
asking for articles left by forgetful passengers on the trains. 
Canes, umbrellas and articles of clothing are most often 
inquired after, but recently Conductor Campbell was sur- 
prised by a most unusual request. He was running a train 
down the Auburn road, and among the passengers who 
boarded at a station not many miles from this city were a 
young man and wife, accompanied by a little boy scarcely 
able to walk. They alighted at Phelps. When the train 
reached Geneva Conductor Campbell was surprised to 
receive a telegram stating that the little boy had fallen 
asleep and had been forgotten by the parents in the hurry 
of getting off the train. He was desired to find the child 
and send it back on the first train, and accordingly went 
through bis train, but could get no trace of the little one. 
He has never heard anything more of the matter and 
believes that the little fellow got off at Phelps unseen by his 
parents.—Rochester (N. Y.) Union. 


The School of Trainmen. 


“‘ Suppose a passenger having a ticket dies on my train, 
would it be proper to lift it 7” 

‘* What—the train 7” 

‘* No; the ticket.” 

“A full first-class ticket is required for a corpse,” is the 
answer. 

“Yes; but then it travels in the baggage car. ‘The cir- 
megpmants in the case I state are unusual. What must I 
do? 

“You have no authority to touch anything on the body. 

The coroner is the proper person to take up the ticket and 
—— it to the company,” explained the instructor 
clearly. 
_ Fifteen men sat at desks in a rear wing of the vast bnild- 
ing of the Pennsylvania railroad on Fourth street every day 
last week undergoing the usual inquisition which determines 
their capabilities. The above and many similar dialogues 
occurred during the week’s examination and so far from 
appearing humorous or ridiculous to the preceptors, such 
inquiries were encouraged. 

* Almost anything is liable to happen on a traiv,” ex- 
plained one of the tutors to a Zimes reporter on Saturday. 
‘* A thorough knowledge of the rights of the company and 
the passenger is essential. Inthe case you overheard the 
responsibilities of the company undergo a complete change by 
the sudden death of a passenger from natural causes. You 
can see that a conductor may be called on, in an emergency, 
to decide some very important and kootty questions.” : 

Beginning this morning, 15 more applicants, coming 
cbiefly from the ranks of brakemen and gatemen, will be 
examined for prospective conductorships, Six applications 
are already filed for next week. The method pursued in the 
week’s examination is varied somewhat, from time to time, 
but takes this general shape: The candidate is first asked to 
write a letter. Then he is tested as to his knowledge 
of mathematics. A statement more or less intricate, 
and involving numerous whole and half-fare tickets 
and rebate coupons, is read to him. He is told 
to render an account. The time consumed in making 
up his statement is noted to a fraction of a minute. 
At other times a statement is required of the 
miles traveled by passengers on a mythical train that makes 
ightning trips to all parts of the main aud leased lines. The 
candidate is then lectured for two days, generally Tuesday 
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a 1 
and Wednesday. All the kinds of tickets are described. 


The rights of passengers and of the corporation are defined; 
local, first-class, thousand-mile, commutation, school, limited 
excursion, workmcen’s and stock-shippers’ tickets.are care- 
fully described. Samples of the various tickets are shown 
the candidates, and some of the interpretations put 
on the language of the ticket by the nascent conductors are 
novel, interesting and often startling. Not much time is 
wasted over frea passes, for the company incurs no respon- 
sibility for a passenger traveling on tickets of that kind. 
About this point a budding conductor asked several days 
ago: “Suppose a man goes to Pittsburgh on a return pass 
and dies there, will his pass be good to bring the body 
back ”’ The answer was in the negative, though circum 
stances might secure a waiver of the company’s rights. 

By Thursday the applicant is expected to know every 
station on the main line, the points at which branch roads 
defiect, the crossings where connections are to be made and 
the names of all the leased roads in New Jersey and Penn- 
sylvania. The rest of the week is devoted to questioning 
and drilling him in the details of his daily work. 

Finally, on Saturday a tabulated statement is made of 
the candidate’s grade. The successful men are rated first, 
second or third class. All ranking below the latter grade 
aredropped. Men of the first or second classes are ap- 
pointed to main-line trains; those of the third-class are only 
placed in charge of trains on branch lines. When the ap- 
plicant has been unfortunate in his early education and is 
naturally iatelligent be is urged to try again and is allowed 
a year or more to prepare for his re-examination.—Phi/.1- 
delphia Times, 

The Santa Fe’s Corn Train. 

A train consisting of 35 Atchison, Topeka & Santa Fe 
cars loaded with corn donated to the flood sufferers of the 
Ohio valley by the farmers and merchants of Sedgwick 
County, Kan., will arrive in St. Louis next Thursday morn- 
ing. It leaves Wichita on Monday morning via the Atchi- 
son, Topeka & Santa Fe, and at Kansas City will be turned 
over to the Chicago & Alton and be delivered at St. Louis to 
the Ohio & Mississippi, and by the latter hauled to Cincin- 
nati, which will be the distributing point. 

The Santa Fe, besides furnishing cars and transportation 
free, has decorated the train gorgeously, but tastefully, and 
it will enter St. Louis with flying colors and bearing mot- 
toes, proclaiming the sentiments of the farmers of Kansas. 
The train will remain in St. Louis all day Thursday that 
every one may have an opportunity to see the rare and 
novel sight.—St. Lonis Republican, March 16, 

A Train Stopped by a Dog. 

A very singular occurrence, and one which gave the train- 
men no small amount of annoyance, occurred at Bingham- 
ton Thursday afternoon. When Erie train No. 8 was ready 
to proceed East the engineer found that he could not start 
the train, and an investigation to discover the why and the 
wherefore was begun. He first examined the locomotive 
thoroughly, but discovered nothing wrong, and again at- 
tempted to start, but the train would not move. Another 
examination was begun, which included the entire train, 
aud the difficulty was discovered. It was found that the 
air-brakes on one of the day coaches were set, and on inquiry 
it was ascertained that while the train was standing at the 
station two dogs passed under the coach, and in playing, 
struck against the trial stop-cock attached to the air-brake 
cylinder, which extends downward. This stop-cock was 
broken off, and as a result the air-brakes were set. When 
the train arrived it was 40 minutes late, and nearly that 
much more time was lost before the train was got under 
headway again.—Port Jervis Gazette, March 15. 


TECHNICAL. 


Locomotive Building. 
The Brooks Locomotive Works in Dunkirk, N. Y., have re- 
cently delivered two Mogul freight engines to the Michigan 
& Ohio road. 

The Western & Atlantic shops in Atlanta, Ga., are build- 
ing two passenger engines to run the fast express trains over 
the road, which are now too heavy for the engines hereto- 
fore used. The new locomotives have 17 by 24 in. cylinders 
and 63 in. driving wheels. 

The Baldwin Locomotive Works in Philadelphia-recently 
ag a Mogul locomotive to the Cahaba Coal Co, in Ala- 

ama. 

The Baldwin Locomotive Works in Philadelphia are com- 
—— an order for 10 mogul freight engines for the Ala- 

ama Great Southern road. 

The Rhode Island Locomotive Works in Providence are 
completing an order for freight locomotives for the Texas 
& St. Louis road. 





Car Notes. 

The Gill Car Manufacturing Co. in Columbus, O., made an 
assignment March 20. The schedule shows nominal assets 
to the amount of $490,000 and liabilities of 259,000, The 
assets consist of the car-works plant, $250,000 ; bills re- 
ceivable, $190,000 ; accounts receivable, $10,000 ; material 
on hand, $40,000. The liabilities are as follows: Mortgage 
in favor of G. G. Green, of New Jersey, $25,000 on car- 
works and 1,500 acres of coal land in Athens County ; mort- 
gage on same to secure $250,000 first mortgage bonds, only 
$82,000 of which have been negotiated ; bills payable, 
$67,000 ; bank loans, $66,000 ; open accounts, $19,000. It 
is thought from the character of the assets that the shrink- 
age and expense of closing up the business will reduce the 
amount nearly to a level with the liabilities. The causes of 
the company’s embarrassment date back to 1873. 

The Chicago, Burlington & Quincy shops in Aurora, IIL, 
have begun to build six new postal cars for the road. 

Mr. E. Nott Schermerhorn has been appointed Receiver 
of the Jones Car Manufacturing Co. of Schenectady, N. Y., 
by the Supreme Court. Work on contracts will be con- 
tinued in the shops of the company. 

The Wason Manufacturing Co. in Brightwood (Spring- 
field), Mass., bas just completed eight passenger cars to go 
to Chili. There are in the shops a parlor car for the Old 
Colony road; six passenger cars for the Maine Central: six 
for the Boston & Providence; one for the Providence, War- 
ren & Bristol, and 10 open excursion cars for the New York 
& Brighton Beach road. The shops have also 99 freight 
cars ready to ship to Chili. 

The Diamond State Car Spring Co,, of Wilmington, Del., 
has made important additions to its works, having put in 
several thousand dollars’ worth of new machinery, and now 
anvounces that it is prepared to manufacture the same 
spring as made by the A. B. Davis Car Spring Co. and the 
A. & W. Middleton Co. Thecompany has recently received 
several orders, including one for springs for 1,000 cars. 


Bridge Notes. 
The Central Bridge Works in Buffalo, N. Y., have contracts 
ovo hand for three iron bridges for the New York, Lake Erie 
& Western and one for the Northern Pacific road. 

The contract for an iron highway bridge over the Blue 
Earth River at Good Thunder’s Ford, Minn., has been let to 
P. E. Lane, of Chicago. 

The Penn Bridge Works in Beaver Falls, Pa., recently 
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completed at Shuqulac, Miss., an iron draw-bridge of 120 
ft. span. 

eee & Son, in St. John, N. B., have taken a contract 
for the iron trestle work along the wharves in that city, 
connecting with the new bridge over the St. Jobn River. 

The Keystone Bridge Co. in Pittsburgh has the contract 
for the Louisville & Nashville’s new bridge over the Ohio 
River at Henderson, Ky. The bridge will have five spans 
of 120 ft. each, eight spans of 250 ft. each anda channel 
span 525 ft. long, making a total of 3,125 ft, There will 
also be a long iron trestle in one of the approaches. The 
bridge is to be completed by Jan. 1 next, 


Iron Notes. 
At the mines of the Hudson River Ore & lron Co. at Burden, 
N. Y., Superintendent Coyle is sinking the main slope at 
the rate of 7 ft. each shift. He uses the *‘ Slugger” rock 
drill and *“‘ Rackarock” blasting powder entirely. 

The Bethlehem Iron Co. at Bethlehem, Pa., is filling a 
contract for heavy steel rails for the Lehigh Valley road. 
These rails weigh 76 Ibs. to the yard. 

The stockholders of the Eureka Lron Co. at Oxmoor, Ala., 
have authorized the issue of $3400,00C bonds, to be secured 
by a mortgage on the property. 

Falling Spring Furnace at Chambersburg, Pa., has recently 
gone into blast. It isa charcoal furnace 40 ft. high and 8 
ft, bosh, and is making 17 tons of iron a day. 

The Chestnut Hill Iron Ore Co. will shortly put one of its 
furnaces at Columbia, Pa., into blast, but the other two will 
remain idle. 

Merion and Elizabeth furnaces at West Conshohocken, Pa., 
will soon go into blast. They are owned by J. B. Moorhead 
& Co., of Philadeipbi:.. 

An order has been issued by Judge Blodgett, of Chicago, 
in the case of Stone against the Union Iron & Steel Co., 
which substantially takes the company out of court. The 
order directed the Receiver, A. L. Griffin, to rezonvey to 
the company all the property belonging to it held by bim. 
The coinpany immediately conveyed all its assets to Henry 
H. Porter, in pursuance of his settlement made in his cireu- 
larof July 14. The total debt of the old company was 
$3,000,000, which has been canceled. The new company is 
to be called the Union Steel Co., and it will receive the 
$460,000 from the sale of the 100,000 tons of the iron ore 
belonging to the old company and sold to the Joliet Stee} 
Co. 

Etna Furnace in West New Castle, Pa., is now completed 
and has gone into blast. Itis 75 ft. high and 16 ft. bosh, 
and is expected to make 100 tons of iron a day. 

The New York & Philadelphia Coal & Lron Co. has filed 
articles of incorporation in Pennsylvania, with $5,000,000 
capital stock. It will carry on business in Somerset and 
Cambria counties. 

Manufacturing Notes. 
The Catasauqua Manufacturing Co. in Catasauqua, Pa.. 
are making the angles and iron plates for the Philadelphia 
Cable Railway Co.'s cable street railroad. 

The Automatic Truck Works of John Terhune at Mid- 
land Park, N. J., have recently shipped improved automatic 
trucks to the Lehigh Valley road, the Manchester Locomo 
tive Works, the Schenectady Locomotive Wcrks and others. 
Mr. Terhune has recently received inquiries from England 
and Brazil. 

The Iron Telegraph Pole & Post Co., of New York, makes 
telegraph posts and poles of sheet iron aud steel. 

The Pacific Iron Works in Bridgeport, Conn., are building 
two very large hoisting engines and a number of large sta- 
tionary engines for various parties. 

Lowe & Watson, in Bridgeport, Conn., have recently 
furnished the Naugatuck Railroad repair shops with a 50- 
horse power Lowe patent boiler. The furnace is supplied 
with patent air gates. 

The Rail Market. 

Steel Rails.—The market is more active and sales of 40,0U0 
tons are reported, including one order of 15,000 tons from 
the South and one of 10,000 tons from the Northwest. The 
Iron Age says: “‘ All the sales referred to were made by 
eastern companies, The outlook is good for further busi- 
ness, though it may be some time before the principal 
buyers now making inquiries shall place their orders. Com- 
petition for business is very sharp, notwithstanding the 
large amount of work under contract for the greater part of 
this year. Prices are nominally $44 at eastern mills, and 
this rate is being maintained, it is asserted, for small 
orders, but bids fcr lots of 2,000 tons and upward have 
been made at lower rates. Some English 60-lbs. steel rails, 
amounting to 2,500 tons in all, Sandberg section, in store at 
Boston, are offered at $31 f. o. b. Boston.” 

Rail Fastenings.—Quotations are steady at $2.50 per 100 
lbs. for spikes in Pittsburgh, $2.75 to $3 for track-bolts and 
1.75 to 1.85 cents per pound for splice-bars. 

Old Rails.— The demand is more active, but prices are 
very irregular and old iron rails are quoted at $21.50 to 
$23 per ton at tidewater, without large sales. 


Gas Light on Cars. 

The Pintsch Lighting Co. has contracted to erect gas-works 
at Hoboken, N. J., for furnishing their compressed gas for 
lighting the ferry-boats of the Delaware, Lackawanna & 
Western road. The English company, which introduces 
this system, has recently contracted for lighting 434 cars on 
the Midland, the Metropolitan, the Glasgow & Southwestern, 
the Caledonian, the North British, the London & South- 
western and the Metropolitan District railways. The orders 
for the last two railways were obtained after experiment 
and trial in competition with the electric lighting systems. 
There were on Jan. 19 last 15,088 cars and 491 locomotives 
in the world lighted by the Pintsch system. 
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Houston & Texas Central. 


This company owns lines from Houston, Tex., to Denison, 
341 miles; Hempstead to Austin, 115 miles; Bremond to 
Ross, 54 miles; Garrett to Waxahachie, 12 miles, making 
522 miles in all. It also controls and works the Texas Cen- 
tral, from Ross to Albany, 177 miles, and from Garrett to 
Roberts, 52 miles, but the earnings of that line are reported 
separately. The following brief report has been published 
for the year ending Vee. 31 last. 
The earnings for the year were as follows: 








; 1883. 1882. Inc. or Dec. P.c. 
WOrMiOee 20.5. <0 $3,251,876 $3,156,547 $95,329 3.0 
ee 1,743,771 1,748,904 D. 5,133 0.3 

Net earnings..... $1,508,105 $1,407,643 I. $100,462 7.1 
Gross earn. per mile 6,230 6,047 =i. 183 3.0 
N ” we 2.889 2,697 I 192 7.1 


et < 4 

Per cent. of exps... 53.62 50.41 Dz 1.79 ase 
This shows a fair increase in both gross and net earnings. 
The income statement is as follows: 





Net earnings..... shi 5 oe ae DAK LE REE AREAS SAREE SS amaee $1,508,105 
PaO GEN IEE 6 5 occas sss vbewienvaed wssasonuess 1,193,200 
I ONE TI DOE ivi decreas resnoecnesasagcats $314,905 


_ This surplus was entirely expended in new equipment and 
in - ying steel rails and making other improvements on the 
road, 





Chicago, Milwaukee & St. Paul. 


At the close of the last fiscal year, Dec. 31, 1883, this com- 
pany operated 4,760 miles of road, an increase of 240 
miles during the year, as shown in detail below. The 
average mileage worked for the year was 4,549 miles, 
against 4,296 in 1882. 

The equipment consists of 657 locomotives ; 256 passen- 
ger, 40 sleeping, 6 parlor, 9 dining and 196 baggage, mail 


1 
and express cars ; 13,232 box, 2,846 stock and 4,134 flat 


and coal cars; 22 wrecking and tool cars. The 
increase during the year was 28 locomotives ; 16 passenger, 
7 sleeping, 3 dining and 20 baggage, muil and express cars ; 
1,226 box cars. Of these 15 locomctives, 21 passenger and 
1,000 box cars were purchased, the rest built in the 
company’s shops. 
The general balauce sheet is as follows : 
Liabilities : 
Capital stock, preferred . ......... $16,540,983 00 
* i ee ee 30,904, 261.00 
— —-——---— $47,445,244.00 
INE. o:0:5. 0565915 Z8dk) Maedbakasuhans 96,272,000.60 
BE IIE oaisnce. 4605u lees. dees dgiesaaneens 1,781,905.73 
Bills payable.... ...... ..... . . ...$1,540,123.81 
Unpaid vouchers and pay-rolls... ... 1,732,687.29 
Miscellaneous accounts (current bal- 
ances) ; 77,488.53 








Dividends and interest unclaimed ... 93,487.65 
—————_ 3,443,787.28 
SUGOUGD: DROUIN ci.» 5 o5c:iad Neeson utsdasem Actas 5 079,079.79 
I ava. ‘acs scthudy’. peebeee taser mee seas $154,022,016.80 
Assets 
Cost of road and equipment....................005 $146,093,664.69 
Coal lands and other property ....... 0 ..... 2... 944,131.71 
St. Paul & Duluth stock and other 
ee, ee Tee $1,161,980.09 
Balances due fromagents and other 
ee oe re, eS 377,769 .03 
Stock of material on hand.. - 1,223,043.17 
Bills receivabie ............... . 1,172,463 22 
— — $,935.2355.51 
CN iis viccon: 0ctawehuetet éhackbennteniebtee 3,048,964.89 





. ...$154,022,016.80 


Cost af road and equipment was increased by $8,461,- 
715,57 during the year. 

Changes in preferred stock were the issue of $93,500 in 
exchange for bonds retired; in common stock the issue of 
$3,009,000, as authorized by vvte of the stockholders in 
June last. 

The bonded debt was diminished by the redemption of 
$40,000 land grant bonds and the exchange of $93,000 La 
Crosse and $500 River Division bonds. It was increased by 
the issue and sale of $390,000 Hastings & Dakota Exteu- 
sion, $3,860,000 Chicago & Pacific Western Division $1,- 
420,000 Wisconsin & Minnesota Division and $1,600,000 
land grant bonds, second series; making a net increase of 
$6,636,500. 

The total fixed capital, stock and bonds, is $143,717,244, 
or at the rate of $30,192 per mile owned. 

The earnings for the year were as follows : 











1883. 1882. Inc. or Dec. P.c. 
PEPE $16,365,354 $14,002,335 I. $2.363,0)9 16.9 
Passengers... ... 5,927,668 5,179,078 1. 748,590 14.4 
Mail, express,etc. 1,366,802 1,205,313 I. 161,489 13.4 
ee $23,659,824 $20,386,726 I. $3,273,098 16.1 
Expenses... ..... 13,778,088 12,186,073 I. 1,591,965 13.1 
Net earnings.. $9,881,786 $8,200,653 I. $1,681,138 205 
Gross earn, per m. 5,201 746 I. 455 9.6 
Net earn. per m.. 2,172 1,909 I. 263 «13.8 
Per cent. of exps. 58.20 59.77 —~D.z fs 


The earnings per passenger train-mile were $1.11; per 
freight train mile $1.19. The expenses per train mile, for 
all trains, were $0.72. The cost of maintaining track and 
bridges was 58.2 cents per revenue train mile. 

Extraordinary expenditure during the year amounted to 
$1,624,133, including $865,408 for additional equipment 
and $758,725 for real estate, new buildings, improvement 
of road, etc. 

The operating expenses in detail were as follows: 





1883. 1882. 
Repairs of track...............05 $1,621,008.90 $1,702,876.98 
Kenewals of track.... .. ....... 325,431.27 221,112.30 
Repairs of bridges........ .. ... 298,699.92 285,850.25 
Repairs of fences ....... ...... ° 67,871.50 65,075.51 
Repairs of buildings.... ......... 235,594.06 204,414.25 
Repairs of locomotives.......... 920,506.14 827,911.08 
Repairs of cars ........... .. - 1,450,656.36 1,042,901.65 
Repairs of tools and machinery.. 118,095.19 128,690.63 
Management and general offices, 454.675.27 348,615 24 
Foreign agency and advertising. 240,144.84 181,356.45 
Station service......... .. ORES 976,885.20 1.677,599.53 
Conductors. bag’e and brakemen 955,082.27 937,156.62 
Engineers, firemen aud wipers .. 1,307,003.93 1,245,353.54 
Train and station supplies....... 373,161.46 356,282.19 
Fuel consumed............ .. on 2 1,605,057.00 
Oil and waste.......... 2 228,222.37 


Personal injuries......... eee 742. 122'304.50 
Damage to propert 54,999.31 





Loss and damage of ft’t and bg’e. 33,468.99 41.012.58 
Legal expenses. ........... -.+00+ 62,446.30 70,441.24 
New York office expenses.... ... 18.777 39 15,662.37 
, "RR ee ee 614,609.38 589,613.80 
DOMED. occ cccstns Ses dencease 80,624.13 70,402.03 
Miszella:eous expenses...... ... 114,028.86 93,609.05 
Stock yard expemses.. .......... 15,141.18 15,076.33 
Expenses Elevator ‘“‘A”’......... 5,747.54 10,324.3 

Expenses Elevators “B” and “C” 13,873.93 15,999.17 
Expenses Elevator * E” 715.15 18,710.73 


: shea 18,715. 
Expenses Elevator Minneapolis.. 16,104.25 


The cost of locomotive service was 23.7 cents per mile run. 
The result of the year was as follows : 








Net earnings, as above.......... «+... $9,881,785.53 
Income from other sources 164, 80 
GUE, canchicbustebeusaseeeccsstoupneate banaue $10,046,492.33 
Deberest CO MORNE. 6.55. 5. coccces acces $5,373,925.50 
October dividend, 314 per cent. on all 
SRO vas sacccacbacssd savateneaetses 1,660,5¢3.54 omnes 
RT PRR TREIN LA 4 bd .... $3,011,983.29 
Balance, January 1, 1883.......... ...$3,619,407.54 
Less April dividend, 31% per cent...... 1,552,311.04 
——_——  2,067,096.50 
Surplus, January 1, 1884 .................46- $5,079,079,79 


From this surplus the usual April dividend of 34 per 
cent. on all stocks has since been declared. 
The traffic for the year was as follows - 











and 6 baggage cars ; 281 box, 2 hay, 10 stock, 206 flat, 
1,487 coal and 23 caboose cars ; 7 service cars, 1 pile-driver 
and 2 steam shovels; 56 hand and push cars, 

The general account is as follows : 


DE SecGbetnlsdea' avuukes ache ovsesbessonabekoeessssta $20,000,000.00 
at esnsnndcbiavaath det eh cesdbactheedaase wes es 7,650,000.0 
SFE MIE non o0000400 SUNS Ene Wah lukas es 600 4be000% 748,000.00 
Accounts and balances payable....... ... ....+.++5 139,144.93 

ie terktv cent bosanttesihsne Aitieneees $28,537,144.93 
Road and equipment..... ........... $23,029,367.10 
Investment account.................. 4,190,000 00 
Redemption fund ............ sessees ,015,000.00 
Consolidated bonds owned........... 7,000.00 
EG Eins akkaSsccdae (sbsengabes 57,126.28 
Accounts receivable....... beadsnpons 91,894.04 
i prtics te hebapabahekaueeahee tne 57,280.60 
PT SUE i cdnc'nnss veekscbaneves 89,476.91 





28,537,144.93 
Investment account includes $20,000 Perry Railroad 











Tinie mitea: 1883. 1882. Inc. or Dec. P.c. | Stock, $250,000 Brockwayville & Punxsutawney stock and 
Passenger..... 5,360,173 4,495,232 I. 864,941 19,2 | $3,920,000 stock of the Rochester & Pittsburgh Coal & Iron 
Freight ........ 13,700,282 11,689,802 I. 2,010,452 17.2|Co. Redemption fund includes $80,000 stock held to re- 
Service ....... 1,389,496 2,120,287 D. 730,791 34.5 com pew = oy hap Pen goa bs and pote hw ge 

a eee ey ——, | da onds he redeem income and mortgage bonds. 

Total. ... 20,449,931 18,305,321 I. 2,144,610 11.7 . « 

Passen'scarr'd “4,501,232 3,956,814 I. “634.415 16.0], The funded debt consists of $1,300,000 first-mortgage 
Passeng’r-mi’s 235,579.660 200,790,926 L 34,788.734 17.2 onds; $ 000 Perry Railroad bonds; $1,870,000 income 
Tons fgt. car'd 5,661,667 5,127,767 I. 533,900 10.2|and mortgage bonds; $3,860,000 consolidated first-mort- 
Ton-miles. .... 1,176,605,032 945,250,159 I. 231,354,873 24.5 gage bonds, and $609,000 consolidated second-mortgage 

Av. rate; . onds. 

Per pass-mile.. 2.52 ets. 2.58 cta. D. 0.06 cts. 2.3 The earnings for the year were as follows: 
mi § “ “ ’ Y 5 : 
Per ton-mile... 1,39 1.48 . 0.08 6.1 1882-83. 1881-82. Ine. or Dec. 

Freight-train mileage includes switching. Of the ton- | Freight.................. $356,854 $177,176 1. $179,678 101 5 
miles last year 53.3 per cent. were of west-bound and 46.7 | Passengers.............. 137,286 116,275 1, 21,011 18.1 

¢ ° RS ery eee 19,500 12,538 I. 6,962 55.7 
per cent. of east-bound freight. ‘ . Construction material 30,000 I. 30,000 

The average rate per ton-mile received for freights for a TS See agccgt en cas <teee Une 

series of years past has been as follows : ee $543,640 $305,989 I. $237,651 77.7 
PE iis nnavcives.'s . 422,032 204,400 I, 217,623 106 5 

Net earnings ........... $121,608 $101,580 I. $20,028 19.7 

Gross earn. per mile... .. 3,883 2,820 IL. 1,063 37.7 

4 e yas ad ware ria 859 936 D. 67 7.2 

Per cent. of exps. .. ... 77.63 66.80 I. ee 





The President’s report says: ‘‘At the date of the last re- 


port the company owned 4,529 miles of road. During the 
year 1883 there have been constructed or purchased 240 
miles. In the territory of Dakota 146 miles, including the 
extension of the Southern Minnesota Division from How- 
ard to Woonsocket Junction, 38 miles; from Letcher to Ash- 
ton in the James River Valley, 81 miles, and in extension 
of the Hastings & Dakota Division, from Aberdeen west to 
Ipswich, 27 miles, 

‘In the state of Iowa 50 miles, including lines from 
Sigourney to Ottumwa, 26 miles; from Cedar Rapids to 
Amana, 21 miles, and from Okoboji to Spirit Lake, 3 
miles, 

‘In the state of Wisconsin, 44 miles; from Eau Claire to 
Chippewa Falls, 12 miles ; from North La Crosse to Ona- 
laska, 4 miles, and from Iron Ridge Junction to Fond du 
Lac, 28 miles. 

‘‘This makes the present mileage of the road 4,760 miles, 
all of which is owned by the company. No part of itis held 
on leases on which rents are reserved, and the property is 
only encumbered by the bonded debt above mentioned. The 
company has never guaranteed the bonds or indebtedness of 
any other company, and bas no contingent liabiiities of any 
kind or description. , 

‘* Since the last report 420 miles of new steel rails have 
been laid, 213 of which were on the new road constructed. 
aud 207 miles in renewal of track in place of iron rails 
taken up. 

“The 81 miles of road constructed in Dakota, from Let- 
cher to Ashton, make a continuous line in the James River 
Valley from Yankton,by way of Mitchell, through Aberdeen 
to Ellendale, a distance of about 250 miles, reaching a point 
within 65 miles of Jamestown, on the Northern Pacific. 
Tbe 38 miles constructed from Howard City to Woonsocket 
are an extension of the Southern Minnesota line to a con- 
nection with the James River Valley line. By means of 
these additions all the lines of the company in Dakota are 
connected. 

‘* The rapidity of the settlement of Dakota is a marvel of 
the times. During the last year over 12,000,000 acres of land 
were taken up for cultivation by settlers, and from present 
advices we have every reason to believe that the immigra- 
tion the present year will equal that of the past. The lines 
in Dakota, although mostly built in advance of settlements, 
will atan early day be supplied with an abundance of 
traffic, the product of the rich prairies, through which they 
run, now peopled with an energetic and thrifty race of 
settlers. 

‘The construction of the line from Cedar Rapids to Ot- 
tumwa opens to the company one of the richest and most 
densely populated portions of the state of Iowa, passing 
through several large and flourishing towns with extensive 
manufactories, and at Ottumwa reaching a city of over 
12,000 inhabitants, having an extensive water-power and 
several large manufactories of various kind, and at that 

int connecting with lines to the Southwest. This line, in 
its southern portion, es through the great coal belt of 
Iowa, and several rich mines are already opened on the line 
between Sigourney and Ottumwa. A large addition to the 
business of the road, both freight and passenger, is antici- 
pated on its completion. \ eA, 

“The Chippewa Valley & Superior Division of the road 
has been extended from Eau Claire to Chippewa Falls, a 
distance of 12 miles, between which cities are located several 
large lumber mamas establishments directly upon 
the line of the road, and Chippewa Falls is one of the larger 
towns and great lumber centres of northern Wisconsin. 
Over a hundred millions of feet are produced annually on 
the line of this extension. ‘ 

‘“‘ The purchase of the road from Iron Ridge to Fond du 
Lac, a distance of 28 miles, secures to this company a large 
and important business in the city of Fond du Lac and the 
country adjacent thereto. 

“The general condition of the property of the company 
was never better than at the present time. The road-bed, 
tracks and rolling stock are all in excellent condition, and 
the equipment of the road is not surpassed by any road in 
the country. From the indications of business we are led 
to hope that, with average crops, the increase in earnings 
for 1884 will equal that of 1883.” 





Rochester & Pittsburgh. 


This company owns lines from Rochester, N. Y., to Sala- 
manca, 10814 miles ; from Buffalo to Ashford Junction, 45 
miles ; from Bradford Junction, N. Y., to Claysville, Pa., 
12114 miles, and from Silver Lake, N. Y., to Gainesville, 1 
mile, making a total of 276 miles For the yeur ending 
Sept. 30, which is covered by the last report, there were ]25 


g | miles fully opened. and for three months of the year 621¢ 





miles additional open for coal traffic only. 
The equipment consists of 48 locomotives; 22 passenger 





The earnings last year were on 125 miles, to which for 
three months were added coal transportation only on 62 
miles additional. For the preceding year the earnings were 
on 10814 miles. 

The income statement for the year is as follows: 


De SI BR Nien tecceases cnnccea «eps: denial $121,607.59 
I iipccsvanss-cbnesssnoasaud $89,300.00 
Interest On Car trusts......... scccce-coccces 11,643.29 
Interest on balances...................-s00 10,155.01 
nee con wisotscue+ccers cebedbesesoosess 21,000.86 
Rasselas accident, about........ siek: eabeene 40,000,00 

——— 172,099.16 

ee oe $50,491.57 


Deducting the amount charged for the Rasselas accident 
the deficiency for the year was $10,491.57, against 
$38,985.34 for the preceding vear. 

The first shipment of coal over the road from Dubois was 
made on May 1, 1883, and the first shipment from the com- 
am own mines at Beech Tree June 27. The division from 

radford to Dubois was turned over to the operating de- 
——_ Aug. 1; the division extending from Ashford 

unction to Buffalo and from Dubois to Punxsutawney was 
turned over to the same department Sept. 15. On account 
of the large number of construction trains it was found 
impossible to run regular trains over the road until 
Aug. 1, and even after that date traffic was very seri- 
ously impeded by the construction work. On the old road 
from Rochester to Salamanca the operating expenses were 
very large owing to the fact that the road has practically to 
be rebuilt. Much work has been done ‘n widening cuts and 
embankments, repairing bridges and building fences. There 
were 22 miles of old iron rails replaced with steel, makin 
48 miles of steel on this division and leaving 60 
miles of iron which will have to be replaced as soon as 
possible. A second track was built from Rochester to Lin- 
coln Park, 2 miles. There were built on the old road 5 
miles of new sidings, 21 miles of track were ballasted, and 
60,000 new ties were laid. It has been necessary to rebuild 
84 of the bridges. During the current year it is intended 
to lay about 3,000 tons of steel rails, and to keep two steam 
sbovels at work in filling out trestles and ballasting. 

A considerable increase of traffic has been caused by the 
discovery of salt deposits along the line of the road about 
40 miles south of Rochester, and this traffic is expected to 
increase, as a vumber of companies are now at work devel- 
oping these deposits. The completion of the Buffalo & 
Pittsburgh Division was delayed by a severe winter and 
the heavy rains of the summer, causing much trouble 
through the heavy clay soil over which a portion of the 
road is built. 

The company has bought about 30 acres of land in Buffalo 
along the banks of the Buffalo Creek where an extensive yard 
has been laid out for handling the coal trains and deliver- 
ing coal to the local consumers and to the various railroads 
entering the city. This yard when completed will have 20 
miles of sidings, and 7 miles of these are built. Two slips 
for canal-boats have also been built, and coal-shutes for 
transferring the coal from the cars to the boats. The 
company had made a contract with the Delaware, Lacka- 
wanna & Western, by which this road was to use the terminal 
facilities of that road in Buffalo for its local freight and 
passenger business. Several months after the agreement 
was made the Lackawanna Co. gave notice that it 
could not do the local business in Buffalo, owing to want of 
space. This made it necessary to complete some temporary 
arrangement for terminal facilities. ‘fhe company bas pur- 
cha: the franchise and the capital stock of the Bast 
Buffalo Terminal Railroad at Buffalo, which .corporation 
has authority to extend its line from East Buffalo into 
the heart of the city. Inthe meantime a contract has 
been made with the New York Central for the temporary 
use of its Howard street station, in East Buffalo, for passen- 
ad business and the Ohio street freight station for —— 

usiness. The track of the Buffalo Creek Railroad has also 
been hired for the delivery of coal sold for city use, 
Regular passenger trains did not begin to run between 
Buffalo and Pittsburgh until Dec. 1, after the close of the 
fiscal year. Station buildings have been put up at all the 

rincipal towns, with sufficient sidings to handle the freight 
Coslocme. A round-house and repair sbops of brick have 
been built in Bradford, that city having given the company 
eight acres of land and $8,000 in money in consideration of 
its locating the repair shops there. 

This company owns practically all of the stock of the 
Rochester & Pittsburgh Coal & Iron Co., which company 
has no bonded or floating debt. The coal company owns 
two towns, one at Beach Tree, 148 miles from Buffalo, and 
one at Walston, 182 miles from Buffalo. Two collieries 
have been opened at each of these points, with a present 
capacity of 2,000 tons of coal per day, and are now shipping 
about 1,500 tons of coala day. Some trouble, however, was 
caused by a strike among the coal miners, whicb, however, 
did not extend to this company’s mines. The business in 
other freights besides coal is slowly increasing. Several 
large saw-mills have been established along the line, which 
furnish considerable Jumber traffic 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 





Contributions.—Subseribers and others will materially 
assist us in making our news accurate and complete if 
they will send us early information of events which take 
place under their observation, such as changes in rail- 
road officers, organizations and changes of —— 
the letting, progress and completion of contracts for new 
works or important improvements of old ones, experi- 
ments in the construction of roads and machinery and 
in their management, particulars as to the business of 
railroads, and suggestions as to its improvement. Dis- 
cussions of subjects pertaining to ALL DEPARTMENTS 0. 
railroad business by men practically ——— wit 
them are especially desired. Officers will oblige us by 
forwarding early copies of notices of meetings, elections, 
appointments, and especially annual reports, some notice 
of all of which will be published. 





Advertisements.—We wish it distinctly understood that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
UMNS. We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present 
only such matter as we consider interesting and im- 
portant to our readers. Those who wish to recommend 
their inventions, machinery, ——— finaneial schemes, 
etc., to our readers can do so fully in our advertising col- 
umns, but it is useless to ask us to recommend them edi- 
torially, either for money or in consideration of advertis- 
ing patronage. 


THE CHICAGO, MILWAUKEE & ST. PAUL REPORT. 


The Chicago, Milwaukee & St. Paul Railway con- 
tinued to grow last year, though not so much as in some 
previous years since it began to grow in 18738, having 
for several years previously stood still with 1,400 miles 
of road. 

The mileage at the close of each year since 1877 has 
been: 

1878. 1879. 1880, 1881. 1882. 1883. 
1,696 2,231 3,775 4,260 4,520 4,760 

Since 1877 there has been an increase of 3,360 miles, 
or 240 per cent. Thus the road is a very different 
thing from what it used to be. The additions last 
year were 240 miles, or 5.3 per cent., 146 of which 
were in Dakota, in which new territory this company 
has now no less than 794 miles of railroad. 

The average mileage worked increased from 4,296 
in 1882 to 4,549 last year, or 6 per cent. But the 
freight traffic increased from 945 to 1,176 millions of 
ton-miles (24 per cent.), and the passenger traffic from 
201 to 236 millions of passenger miles, or 174 per cent. ; 
and this increase of traffic, equivalent in all to 22 per 
cent., was carried with an increase of 18 per cent. in 
train mileage. There was a larger traffic per mile 
and a larger average train load, both of which are 
favorable for increasing profits. A slight decrease in 
rates caused the 22 per cent. increase in traffic to add 
but 16 per cent. in the earnings, but as the expenses 
increased but 13 per cent., there was a gain of 20} per 
cent. in net earnings, though the mileage worked in- 
creased but 6 per cent. 

This company is distinguished for its very light 
capital account. The immense additions to its sys- 
tem, making more than two-thirds of its mileage, 
acquired within the past few years, have been paid for 
chiefly by new issues of bonds, and have not been 
costly. For the most part they were built over an 
undeveloped prairie country, affording but a thin 
traffic, which is adequately served by a cheap struc- 
ture, on which considerable expenditures will have to 
be made hereafter when the traffic grows, if it is to be 
conducted at all economically. To this, however, 
there are some exceptions. Not a little of the 
road which the company has bought since 
1878 was in «a very well developed coun- 
try, though the roads generally had a light traffic; 
and about four-fifths of the line from Chicago to 
Council Bluffs has been acquired, and most of it built, 
since that time, and this line doubtless has much more 
than the average traffic of the system, and has cost 
much more than the other new road of the corfipany, 
which is mostly in northwestern Iowa (very thinly 
peopled down to 1880 at least) and in Dakota, where, 
as we have said, the company now has 794 miles of 
railroad completed, nearly all of it built in advance 
of the population and production which must support 
it, but in a country which will doubtless at no distant 
day afford a traffic something like that of the country 
further east in Minnesota and Iowa. 

Considering that so large a portion of the company’s 
road is in new country, where as yet the traffic could 
do little more than pay the light working expenses, and 
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considering also the course of traffic and earnings on 
other railroads west of Lake Michigan last year, it is 
remarkable that the Chicago, Milwaukee and St. Paul 
should have made so large a gain in gross and net 
earnings last year. Probably it would have made little 
or none but for the opening of its Chicago-Council 
Bluffs line, which not only is through a prosperous 
and well-peopled district which affords a large local 
traftic (which is for the most part diverted from the 
parallel Northwestern and Rock Island lines), but had 
from the first one-fourth of the Union Pacific through 
freight traffic. Moreover, 1883 was the fifth year of 
the great growth of this road, and it is probable that 
some of the lines had then so developed as to increase 
considerably their net earnings. 

The report for 1882 showed a very large fioating 
debt. The current liabilities then amounted to $7,160,- 
502, besides $2,592,137 of interest on bonds payable the 
next day, against $5,038,570 of cash, bills and accounts 
receivable, $1,787,509 of bills receivable for the sale of 
the land grant, which was represented in the capital, 
and, $1,495,118 in the stock of materials on hand. An 
issue of $3,000,000 stock at par last June enabled the 
company to reduce the excessive floating debt, and the 
balance sheet for the close of 1888 shows a much 
amended condition of things, the current liabili- 
ties amounting to $3,443,787, the interest pay- 
able Jan. 1 to 2,778,307, while the cash, 
bills and accounts receivable were $4,599,197, and 
the stock of materials on hand (which, however, is as 
indispensable as the rolling stock itself) was $1,223,- 
043. The accounts payable largely represent the work- 
ing stock of supplies, which may permit counting them 
as an asset against current liabilities. Perhaps also 
the item of $1,161,980, given in the assets this year for 
the first time as representing ‘‘ St. Paul & Duluth 
stock and other investments,” was acquired by bills 
payable, but if the company means to keep these 
investments they should be represented by the fixed 
capital. Including this and the stock of materials on 
hand we have, at the end of 1883, $6,984,220 of assets 
to set against $6,222,004 of current liabilities, including 
the interest due Jan. 1. 

The different items in these accounts at the end of 
December in 1883 and 1882 were : 


Assets: 1883. 1882. 
St. P. & D. stock and other invest- | 
Dt > Chest abet edatunaohan sed $1,161,980.09  ............ 


377,769.03 $226,986.62 


1,495,112.82 

1,600.00 
1,787,508.90 
2,969,732.42 


Balances due from agents and cos.... 
Materials on hand. ea aeaet .. 1,223,043.17 
Bills receivable.... .- 1,172,463.22 

” * gk. |, Serre 
Cash on hand........ 








$6,984 220.40 $6,826,078.58 
Current liabilities: 

Incumbrances assumed... ........... 

SIN, on ccccncéedses. sues ; q 

Vouchers and pay rolis............... 1,732,687.29 

Current balances, miscel. accts. 77,488.53 

Dividends and interest unclaimed... 93,487.65 


6,755.00 
2,712,038.48 
2,216,629.84 
2,141,916.27 

83,162.89 


$3,443,787.28 $7,160,502.48 
2.778,307.50 — 2,592,137.50 

Total... vecceeeseeese+-$6,222,094.78 $9,752,639.98 

This statement shows an increase of $158,000 in the 
assets at the same time with a decrease of $2,926,500 
in the liabilities, which is a reduction of the excess of 
liabilities by $3,084,000, against which we have the in- 
crease of $3,000,000 in the capital stock. 

The bills receivable this year probably include the 
balances due from sales of land. 

The dividend payable April 15, which will absorb 
$1,660,000, and is nominally payable from the profits 
of 1883, it was not necessary to provide for during 
that year, 3} months before it was payable, for nearly 
the whole of the net earnings of these 34 months are 
available for the dividend payment, since of the total 
$5,967,498 of yearly interest on the funded debt, only 

205,442 falls due between Jan. 1 and July 1. 

Last year is the second that the gross and net earn- 
ings per mile of this road have increased, after de- 
creasing for a series of years. For seven successive 
years the gross earnings per mile have been : 

1877. 1878. 1879 1880. 1881. 1882. 1883. 
$5,784 $5,492 $5,016 $4,777 $4,445 $4,746 $5,201 

Thus last year the gross earnings per mile were the 
largest since 1878, when the average length worked 
was but 1,539 miles. 

The improvement in net earnings per mile last year 
is quite as marked, as is shown below : 

1877. 1878. 1879. 1880. 1881. 1882. 1883, 
$2,548 $2,378 $2,274 $2,128 $1,751 $1,909 $2,172 

But the net earnings last year are still less than in any 
year previous to 1880, and they are decidedly small in 
comparison with most other important railroads. The 
Chicago & Northwestern, for instance, earned $6,951 
gross and $2,889 net in its last fical year, which was 
less than for many years before. Now, as every addi- 
tion of $100 to the net earnings of the Milwaukee & 
St. Paul enables it to add 1 per cent. to the dividend, 
a comparatively small gain has a great importance. 
With net earnings per mile as large as the Northwest- 
ern’s last year, the St. Paul could have paid 14 per 


Coupons due Jan. 1. 
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cent. on its stock instead of 7, without diminishing its 
surplus. Its capital stock is but $9,967 per mile, and 
its funded debt $20,225, and the yearly interest charge 
(with the debt as it was at the end of 1883) is but 
$1,254 per mile. 

With so large a proportion of new road and rolling 
stock as this road has, the expenditures for mainte- 
nance are likely to be below the average. We showed 
last year that the expenditure for renewals of rails 
were extrordinarily light then. They were larger in 
1888, but still doubtless below the average require- 


ments. For seven years they have been: 
1877. 1878. 1879. 1880. 1881, 1882. 1883. 
$277 $145 $140 $160 $89 $52 $64 


The report says, however, that 207 miles of track 
were renewed, which is about 4} per cent. of the road 
as it stood at the beginning of the year, which would 
renew the road in 22 years, and on a large part of the 
road the traffic is so light that steel rails ought to last 
as long as that ; but at the beginning of last year two- 
thirds of the track was of iron. Moreover, the cost of 
renewing the 207 miles of road is given as $325,431, or 
$1,572, which is only $18 per ton, and a pretty large 
allowance for the value of the old rails replaced must 
be made to bring the cost down to that. It is true, 
however, that when a railroad is once laid with steel 
the cost of renewing rails becomes comparatively an 
insignificant part of its expenses. Much more im- 
portant are the expenditures for maintaining cars and 
locomotives. These increased on this road last year, 
especially repairs of cars, which were nearly 40 
per cent. greater than in 1882, and were above the 
average expenditure per car, which has been for seven 
years : 

1877. 1878. 1879. 1880, 1881. 1882. 1883, 
$74.60 $81.70 $62.60 $46.00 $40.85 $5500 $7380 


The expenditures for ‘“‘repairs of track” (not in- 
cluding renewal of rails, and five times as great in 
amount) were about 3 per cent. less in 1883 than in 
1882, notwithstanding 6 per cent. more road to be re- 


paired. These have been : 
1877. 1878. 1879, 1880. 188}. 1882. 1883. 
$464 $431 $414 $306 $400 $396 $356 


They were considerably below the average last year, 
but if all the new road completed was in really good 
condition when opened this would be likely to 
happen. ° 

The expenditures per locomotive for repairs, how- 
ever, were decidedly larger last year than in any other 
since 1876 at least. They have been for seven years : 


1877. 1878. 1879. 1880. 1881, 1882. 1883. 
$1,349 $1,236 $930 $948 $1,076 $1,321 $1,450 


Altogether the expenditures for maintenance were 


large last year. For five years they have been : 


1879. i8s0. 1881. 18822, 1883. 
Total. ...$2,152,900 $3,247,727 $3,727,467 $4,478,933 $5,037,864 
Per mile 1,079 860 973 1,043 1,107 


With larger trafiic of course larger expenditures 
were to be expected, but the figures do not indicate 
any unusual scrimping in this direction. 

This examination is undertaken because apparently 
the investing public does not believe that the results 
of the working the road are as favorable as the reports 
show. The common stock, on which 7 per cent. divi- 
dends have been paid for some time, and which a year 
and a half ago sold for 118 or so, now stands at about 
88. The past winter has not been favorable, but the 
report for 1883 certainly indicates a considerably better 
condition of the property at the end of 1883 than 
the year before, when t'.~ stock sold for one-fourth 
more. 


THE GRAVEST DEFECT IN MAINTENANCE OF 
WAY. 


An interesting and -uggestive little experiment may 
easily be made by any one interested in railroad track. 
It requires no apparatus, costs nothing, and calls for 
no special training other than an interest in the sub- 
ject. It does not even require any time which could 
be made otherwise useful. We think it will be new to 
most of our readers. 

The experiment is simply to seat oneself over the 
rear truck of the rear car of some ordinary passenger 
train, in the seat facing the rear, and to observe with 
close attention the sequence between undulations of 
the car due to defects of surfacing and impacts against 
the rail. The speed should be moderately high—de~ 
pending on the condition of the track—but not too 
high, or the undulations and impacts will succeed each 
other so closely that the sequence of cause and effect 
cannot be easily followed. The car should not be a 
heavy sleeping or parlor car, but an ordinary eight- 
wheel passenger car. If the track be strictly first- 
class the speed must be pretty high to bring out the 
effect to which we refer, but on most track no danger- 
ously high speed is required to answer all purposes, 

Seating oneself in this manner and leaning hard 
against the side of the car, so that impacts of the 
wheels against the rail can be clearly perceived, the 
attention should be fixed solely on the effect of dips 
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below grade of the rail under the opposite side of the 
car, causing that side of the car to sink. By watching 
the rear window or car seats very slight depressions of 
this kind are easily perceived. If we attempt to watch 
both sides at once, or even allow the mind to take cog- 
nizance of dips on more than one side, the effects are 
so confused that it is hard to distinguish them one 
from another. 

It will be found, first, that there a great many more 
of these impacts of flange against rail than one notices 
when lightly leaning against the side of the car and 
not paying special attention to the matter, or even 
when simply watching, in a general way, ‘‘ how the 
track rides.” It will be found, secondly, that almost 
every jolt and impact which is sufficiently noticeable 
to be separately distinguished comes, not from defects 
of line or even from defects of surfacing common to 
both rails, but from defects in the level of the track, so 
that first one rail and then the other is the higher. 
Occasionally there are exceptions. Very disagreeable 
jolts will sometimes arise from defects common to 
both rails, especially in passing upon and off bridges 
and open culverts, which latter are very difficult to 
keep in good shape and which constitute a crucial test 
of the skill of the trackman, as most of them well 
know. Occasionally also, but very rarely, except at 
points of curve, disagreeable effects are felt from what 
may be seen by looking out of the window to be de- 
fects of line. But these exceptions only prove the 
rule, that disagreeable effects from imperfect track 
come from defects in the level of the rails. 

The distinctness with which this can be perceived, 
when the attention is fixed on it as suggested, is really 
quite remarkable. We do not remember to have 
heard this ‘experiment ” suggested, but nothing can 
be more effective in impressing upon, an ignorant or 
careless man especially, the importance of keeping 
track level. The effect is not instantaneous. After 
perceiving a dip on the opposite side of the car, even 
if it be quite decided, the mind has abundant time to 
perceive that there has been a dip and that a certain 
effect is to be watched for—even sometimes to wonder 
that the effect expected does not follow—before it 
does follow. To do this requires quite an appreciable 
interval of time, as most of our readers know. Exper- 
imenters have,determined in very curious fashion, 
down to minute fractions of a second, how much time 
is required for the perception and transmission of 
such sensations, and the variations in the time re- 
quired are very curious ; but all are far from instan- 
taneous, 

In the particular case we are discussing we should 
judge that there was an interval of from half a sec- 
ond to a second anda half, corresponding to from 20 
to 60 ft. of distance, at a speed of 30 miles per hour. 
This interval of time makes it all the easier to see that 
with exceptions that prove the rule, an impact always 
follows the slightest dip, and its violence is propor- 
tioned, not so much to the extent as to the suddenness 
of the dip, as would naturally be expected. Some- 
times the impact is so violent that the wheels bound 
back and forth from rail to rail several times, especi- 
ally at high speed, which renders a very high speed 
unsuitable for the purpose. Sometimes the impact ex- 
pected will be interrupted by some other defect of 
track, perceptible or not perceptible, and will not take 
place at all ; but there is enough to satisfy any one, as 
we said before, that the one direction in which there 
is most room for improvement in track lies—not in 
getting a better line or a better surface or solider bal- 
last—but in more care to maintain uniformity of 
level. 

This is what might be expected from the means at 
command for correcting the various deficiencies of 
track. A good line is something which almost secures 
itself, because any defect forces itself upon the atten- 
tion of every trackman and traveler and inspector. 
Fortunately for track-layers, as well as for astronomers 
and engineers, a ray of light is Straight, and there are 
always enough rays of light lying around loose, so to 
speak, to put a straight-edge against a long stretch 
of track every time the trackman glances at it, 
whether he really intends to take that trouble or not. 
Therefore all track which is good at all is in good 
line. At least the defects which the eye can detect 
are of trifling relative importance. The same useful 
rays serve a very good purpose, by taking a little more 
trouble, to keep each rail separately in pretty good 
surface—if only both rails were alike. It is, of course, 
more difficult to maintain even one rail in good sur- 
face than in good line; for to have the surface remain 
good when loaded the ties must not only have a uni- 
fourm bed but an equally solid one. Nevertheless, 
abrupt and sudden depressions in both rails at once— 
due to bad joints or careless tamping—are compara- 
tively rare on anything like good track. 

But tke seemingly trifling irregularities in level are 





almost incessant, even on very fine track, and against 
them we have no natural monitor like the ray of light 
to assist in detecting deficiencies. The only existing 
substitute is the track-level, which is prescribed for 
use on all of our well-managed lines, so far as we 
know, and which occasionally is used, though much 
less often than many roadmasters will admit or even 
know. A substitute which many trackmen favor, 
and many officers over them tacitly permit the use of, 
is the trackman’s “‘ eye,” though just exactly how it 
can effectually assist in maintaining a level, or even 
uniform inclination, it would be hard to say. With the 
assistance of the cross-hairs of a telescope the eye may 
be able to do this, but the unassisted eye, although it 
can be made to detect whether a given continuous sur- 


face is a plane, is a wretchedly imperfect device for de- io 


termining whether two given lines, like the tops of two 
parallel rails, lie in the same plane; and, in fact, is 
utterly incapable of doing so with any degree of pre- 
cision, hcwever well trained. Nevertheless the eye as- 
sists somewhat in reaching a rude approximations, so 
that many trackmen feel and express great confidence 
in it, and the poorer the trackman generally the bet- 


ter his “‘eye”—in his own opinion. Hence the level is, 


asamatter of fact, not used in track work to any 
great exent; not toan extent at all adequate to the 
necessities of the case or at all comparable with the 
enforced and constant use of the other implement 
which nature has provided to keep the line and sur- 
face in good order. 

The track Jevel, moreover, is not only an awkward 
tool to use—at least it takes some trouble to use it in- 
stead of being always present in working order like a 
ray of light-—but it isalsoan imperfect tool. It does 
not cover the real necessities of the case, for what we 
really need is something which will not only indicate 
the relative level at some one point, but which will 
simultaneously indicate the relative level at points a 
considerable distance to either side. For, returning to 
our little experiment, it will often be found that when 
some one rail runs uniformly somewhat below the 
other for a considerable distance, even on a tangent, 
no bad effect takes place on the riding of the car. In 
fact, it sometimes seems asif the motion was smoother 
and better. Certain delicate experiments on rolling 
stock have seemed to indicate that there was 
a positive reduction of resistance from having 
one rail a little lower than the other even 
on a tangent, and although such a result could 
not be accepted as conclusive without further tests, 
yet it isa possibility, as to which we know of no theo- 
retical or practical evidence to the contrary, and cer- 
tainly the little experiment we have suggested here is 
not such. To tear up the track in all such cases, there- 
fore, to restore an exact level, would result in great 
and perhaps useless labor, which would not be intelli- 
gently directed to correcting the worst defects first. 

The end which seems to be desirable, therefore, is to 
have some monitor constantly before the eyes of the 
trackman, and always working without any assistance 
from him, which should reveal to him and enforce 
upon his attention, not only the absolute level of his 
track at various points, but its irregularities of level, in 
the same manner as a ray of light forces defects of 
line upon him. The question arises whether a coarse 
and large level permanently attached to the hand-car, 
in such manner as to be as conspicuous as possible 
and yet properly protected, might not subserve this 
purpose in great degree and prove a highly useful 
attachment. Probably it would, after the details of 
the attachment had been properly thought out and 
experimented on, and at least it is worth trying. The 
level should rot be too sensitive, but it should make 
essential changes of level conspicuously visible, and 
should have some sort of a scale to indicate the amount 
of elevation on curve, if possible. Some little ‘‘ cutting 
and trying” would no doubt be necessary to get just 
the right thing, but it is worth the trouble, even if the 
difficulty of getting a sufticiently large, clear and 
durable device should prove great or insuperable. 








Consumption of Rails for Maintenance. 


The complete statistics of rail production in the 
United States, collected by Mr. James M. Swank for the 
American Iron and Steel Association, are as follows 
for the past two years, in tons of 2,240 Ibs.: 
Bessemer rails rolledin Besse- 1883 1882. Decrease. P 


mer Works ... 1.0.0 ss.seee 1,119,576 1,191,383 71,807 6 
Bessemer rails rolled in iron ¥ 
.. 29,183 92,684 63,551 68. 


rolling mills........ .4.. 5 i 2 
Open-hearth steel........ . .. 8,202 20,826 12,124 59.7 
BOOM BRB: ceccces 00 06905008 . 57,994 203,459 145,465 71.5 





Cet or ae 1,214,905 1,507,852 202,947 19.4 
The decrease is therefore considerable, but consists 
chiefly in iron, open-hearth steel and Bessemer rails 
rolled outside of Bessemer works, which were chiefly 
from imported blooms. The Bessemer works rolled 
but 6 per cent. fewer rails in 1884 than in 1882. 





But there was also a decrease in rail production from 
1881 to 1832, for in 1881 the production was 1,646,518 
tons, and the decrease in two years has been 431,613 
tons, or 26 per cent. The decrease from 1881, however, 
has been almost wholly in iron rails, and the produc- 
tion of Bessemer rails was largest in 1882. The pro- 
duction of iron rails, we see, has almost ceased, not 
one ton in twenty being of that material last year. 

For 12 successive years the rail production has been: 





Iron. Steel. Total. P. c. iron. 
808,866 3,991 92,857 20.6 

... 669,520 115,192 794,712 84.2 
--. 521,847 129,414 651,261 80.1 
... 449,901 259,699 707,600 63.6 
. 417,114 368.269 785.383 53.1 
ahabaen 296.911 385,865 682 776 43.5 
288,295 499.817 788,112 36.6 
375,143 618.851 3.994 37.7 
440,859 864,353 1,305,212 33.8 

. 436,233 1,210,285 1,646,518 26.5 
.. 203.459 1,304,293 1,507,852 13.5 
57,994 1,156,911 1,214,905 48 


The total production last year is even a little less 
than in 1880, but is 22 per cent. more than in any pre- 
vious year. From 1878 to 1881 the production in- 
creased no less than 108 per cent., an average of 28 
per cent. yearly, after which enormously rapid 
growth a decrease of 26 per cent. in two years is 
hardly to be wondered at. The decline in production 
of iron rails would have taken place long ago but for 
the extraordinary demand that began in 1879 and 
ceased only in 1882, which the existing steel works 
were unable to supply. Now the Bessemer works in 
this country are able to turn out more rails than the 
largest consumption of the country has ever been, and 
probably at a cost less than that of iron rails, the re- 
sult of which is that substantially no iron rails are 
made, though some are re-rolled. 

The whole supply of rails, that is, the production 
plus the imports, for six successive years has been : 





1878. 1879. 1880. 1881. 1882. 1883 
iron..... -288,205 392,198 — 559,126 55R,566 = 240,906 58,670 
Steel ........ 499,826 641,223 1,005,639 1,432,852 1,457,613 1,191,036 
Total...... 788,121 3,083,41] 1,564,756 1,901,448 1,707,919 1,249,706 


Probably about 600,000 tons of rails went into new 
road last year, and as much as 1,000,000 tons in 1882, 
which would make the consumption for renewals and 
new second tracks and sidings of old roads about 700,- 
000 tons in 1882 and 650,000 tons last year. Now, at 
the beginning of 1883 there were about 12,000,000 tons 
of rails in track; the year before, 11,000,000 tons. 
This makes the consumption of rails for renewals 6.36 
per cent. of the rails in track in 1882 and 5.42 per cent. 
in 1883, the latter including not only the rails con- 
sumed for maintenance, but those used for new sidings 
and second tracks of o!d roads, of which probably a 
smaller amount than usual] was constructed that year. 

Now if they were all used for renewals, this is equiva- 
lent only to the renewal of the road once in 18,4 years, 
which is certainly a very much longer life than the 
average track will have, for by the returns to Poor’s 
Manual at the end of 1883, 52 per cent. of the railroad 
track in the United States was still of iron. And this 
amount of iron track requires as much as 5,800,000 
tons of rails. Now the aggregate production and im- 
ports of steel since 1871 had been but 7,000,000 tons; 
but of these 7,000,000 tons no less than 5,300,000 
tons had been supplied since 1877, so that none 
was more than five years old, and substantially 
the whole of this should have been still in track at the 
end as well as at the beginning of last year. At the 
beginning of this year the indications are that there 
were about 12,600,000 tons of rails in track, of which 
6,800,000 tons were steel. The quantity of steel used 
before 1872 was extremely small, so small that it may 
safely be neglected entirely, but we cannot say just 
how great it was, as before 1872 the imports of steel 
and iron rails were not reported separately. But the 
imports had been increasing, and yet in 1872 they 
were but 133,788 tons, and the total production of 
this country previous to 1872 (it began in 1867), was 
but 81,746 tons. Thus the quantity of steelin track 
must have been insignificant at the close of 1871. Since 
that time the aggregate supply has been (including 
1883), about 8,250,000 tons. and about 6,800,000 tons of 
this was in track at the end of last year, so that 
1,450,000 tons of steel were used for renewal of steel 
in these 12 years. We may safely assume that none 
of the steel rails (except a few rails that broke) laid in 
1881, 1882, or 1883 required renewal in 1883, and this 
gives us the whole of the 1,450,000 tons for the renewal 
of the 5,300,000 tons of rails laid before 1881, which is 
274 per cent. of them. 

As we have no data to show what the yearly renewals 
of steel have been we cannot say what the average life 
has been; but it must have been quite long, though 
we must bear in mind that but a small proportion of 
these rails were laid in the earlier years—less than 8 
per cent. before 1875, and but 27} per cent. before 
1878. 

So long as any iron remains in track we shall not be 
able to determine from the statistics of production 
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and consumption what the average life of steel rails 
has been, but we may approximate to it. 

By calculations made in previous years we have 
found the percentage of rails consumed for renewing 
old track and constructing new second track and sid- 
ings to have been: 


Year Per cent. | Year. Per cent. 
1 AAS ere > 10.30 | SY Winn. 33.5- so Fics esata 6 56 
ear 9 02 1879 .. 7.24 
1874 34 | 1880.. 9.52 
1875. anbenninta 7.33 | LS S09. ac biagiaios “arisen Genre 11.16 
1876 POC ory eer es 7.10 IY 56M Rahn SOLA btnace Cann 6.36 
BOUGs | KRheraieasaessas A een 5.42 


It is noticeable that after the period, of rapid rail- 
road construction which ended in 1873 the consump- 
tion for maintenance decreased very rapidly, but it 
also increased very rapidly when the work of. con- 
struction became active again. but has decreased 
again, now that construction has decreased. This is 
not so remarkable as it may seem. After 1875 and 
again after 1881 a very large proportion of all the rail- 
road in the country was new, the rails but a few 
years old, and likely to require scarcely any renewals. 
Moreover, railroad construction is usually active 
at times when traffic presses, and it is when 
traffic presses that new sidings and second tracks are 
made, and the consumption for these we have had 
to put with for renewals, becaus? we have no sepa- 
rate account of them. Moreover, these are times of 
large profits, and renewals are made freely then. 
Thus, after 1873 and after 1881, there was doubtless an 
extraordinarily large proportion of new rails in the 
tracks, the consequence of which is that for some 
years the requirements for maintenance are below the 
average. All these causes working together seem to 
have reduced the percentage of rails renewed one 
half from 1881 to 1883. 

More than half the rails in track now are steel. 
They are in those tracks which are exposed to the 
greatest wear, and it is probable that from three-fourths 
to seven-eighths of all the traftic of the country passes 
over steel. We must, then, be approaching the time 
when the average maintenance will be lowest. What 
that will be we cannot yet determine. When the rate 
went below 6 per cent. in 1877 it seemed that this was 
a permanent result of the use of steel; but soon after- 
ward, though the proportion of steel became greater 
and greater, the percentage increased and became as 
large as when the tracks were nearly alliron. We 
see, then, that we may not conclude the average rate 
from the results of one or a few years. But for the 
large proportion of iron still in track we might be per- 
fectly certain that the renewals last year were below 
the average requirements, because about 34,000 of our 
120,000 miles of railroad are but four years old or less. 








The New York, Lake Erie and Western statement 
of earnings and expenses in Janruary is made available 
for comparison by giving a separate statement of the 
earnings of the Erie proper, in addition to that cover- 
ing 68 per cent. of the gross earnings and the whole of 
the working expenses of the New York, Pennsylvania 
& Ohio. 

For the Erie proper the figures have been for seven 
successive years : 


Gross Net 

earnings Expenses. earnings. 
$1.304,0!18 $959,793 $344,225 
1,147 "173 960,031 187,142 
1,286,381 946,565 349,316 
443,487 1,137,988 305, "449 
1,318,996 1.136,214 182,782 
1,524,869 1,220,292 304,577 

1,272,331 1,098,257 174,074 





The gross earnings were thus smaller this year than 
in any other of the seven except 1879, and though the 
working expenses were the smallest since 1880, the net 
earnings were less than in any other of the 76 months 
since the reorganization, and $130,503 (4234 per cent.) 
less than last year. Including the leased line the net 
earnings of the two roads after paying the rental were 
only $85,773, so that there was a loss of $88,201 on the 
lease. In a lease of the kind a loss is to be expected in 
some months, and it will be entirely justified if the 
profits barely balance the losses, as the advantages of 
the connection to the lessee are important even if there 
are no profits. 

The Erie’s gross earn‘ngs and expenses being given, 
and the sum of them and the 68 per cent. of the Ohio 
road’s earnings and the whole of its expenses, we are 
able to ascertain the gross and net earnings of the New 
York, Pennsylvania & Ohio separately, which have 
been for six years, not inciuding last year : 






Gross Net 

earnings. Expenses. earnings. 

WED wiknd 40. antnosnaudneecene $298. 976 $223,769 $75,207 
1879 647 273.686 24,961 
1880. 274,979 137,386 
1881. 3 221518 108,833 
1882 324,110 84,949 
1384 383. 181 50,464 





It seems, then, that this road did not have smal! gross 
earnings last January, and that the loss on the lease was 
due to its exceptionally large working expenses, which 
were 88 per cent, of the earnings, and as the rental 
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the earnings for expenses and rental. 
For the four months ending with January the earn- 
ings and expenses of the Erie have been : 


Gross earn. F xpenses. Net earn. 
BTR sk Kaine ecocsaeae $5,875,437 $3,857,046 $2,018,391 
SUS . 5,207,851 3,577,415 1,630,436 
Se ar 31924/157 3,950,654 1,973,503 
Ns icin sd eaaie cas 6,867,472 4,432,732 2,434,740 
EE: gienivctmanes 6,420,540 4,591.11 1,829,425 
1882-83........... . 6,854,106 4,707,256 2,146,850 
po eee 6.494,896 4,547,833 1 *947, 058 


Thus the gross earnings for the four months this 
year have been exceeded only last year and in 1880-81, 
but the net earnings were smaller than in any previous 
year except 1878-79 and 1881-82—the latter being the 
worst period of the railroad war. Compared with last 
year there is a decrease of $359,210 (5} per cent.) in 
gross earnings, of $159,418 (3.4 per cent.) in working 
expenses, and of $199,792 (94 per cent.) in net earnings. 
There were very large gains in October, which have 
been more than counterbalanced by the large losses in 
December and January. 

The earnings and expenses of the New York, Penn- 
sylvania & Ohio for these four months have been : 


Gross earnings. Expenses. Net earnings. 
So SL Seo . $1 - 615 > $993,260 $415,355 
0 ERE Ree 1 322,391 1,084,001 238.390 
ES esature sess 1,702, 734 1,230,085 472,649 
| ES ere 1,866,224 1,294,894 571,330 
3 Ee 1,818,548 1,328,075 490,473 
1883-84.... .......... 2,186,781 1,576,507 610,274 


Thus the gross and net earnings of this road for the 
four months were decidedly larger than ever before, 
the increase being $368,233 (20 per cent.) in gross earn- 
ings, $248,432 (18 per cent.) in working expenses, and 
$119,801 (243 per cent.) in net earnings. But the net 
earnings were not quite equal to the rental, and con- 
sequently $88,496 of it had to come out of the Erie’s 
net earnings, leaving them after paying rental 
$1,858,562. 





Union Pacific earnings and expenses in January 
make a very unfavorable showing, as follows : 


1884. 1883. Inc. or Dec. P.c 

Miles ..... 4,530 4,170 a 360 8.6 
Gross earnings.. $1,538,908 $1,916,854 — $377,360 19.7 
Expenses. ‘ 1,305,364 1,019.122 + 286,242 28.1 
Net earnings.. $233,544 $897,732 — $664,188 74.0 


It was bad enough that the gross earnings should 
have fallen off 20 per cent., but when in addition ex- 
penses increased 28 per cent., three-fourths of the net 
earnings are annihilated, leaving them the insignificant 
amount of fifty-one dollars per mile, which is only 
enough to pay 6 per cent. on a capital of $10,200 per 
mile. 

For four successive years the miles worked and the 
gross earnings in January have been: 


1881. 1882. _> 7 
Miles worked.. 3,300 3.650 170 4,530 
Gross earnings. $1, 389,215 $1,963,000 $1, 916. 854 $1,538, *908 
Earn. per mile. 421 538 460 330 


Some increase in working expenses was to be ex- 
pected with the larger mileage, and the weather also 
was more unfavorable than last year, and traffic is 
more likely to be suspended by bad weather on the 
new branches with a very few traius than on the old 
road, but traffic so suspended is not usually lost. Prob- 
ably a considerable part of the decrease, however, 
was due to a diversion of through traftic to competitors, 
and lower rates on the rest of it. Still the decrease in 
net earnings is surprisingly large. And the smallness 
of the net earnings cannot be charged to large working 
expenses, for though these were an extraordinarily 
large proportion of the earnings (85 per cent.); they 
were a much smaller amount than in any previous 
month since July. For five successive months the 
gross and net earnings and working expenses have 
been : 

Sept. Oct. No Dec Jan. 
Earn. .$2,994,076 $3,060,409 $2, 731, 722 $2,407,215 $1,538,908 
Exp... 1,535,188 1,720,443 ‘708, 884 1,730,889 1,305,364 

Net..$1,458,888 $1,339,966 ane ~ $676,326 $233,544 

Thus we see that the working expenses were nearly 
one fourth less in January than in December, which is 
as large a decrease as could be easily effected without 
taking off a large proportion of the trains; and it is 
to the decrease of $868,000 (36 per cent.) in gross earn- 
ings that the enormous falling-off in net earnings was 
due. These latter were nearly three times as great in 
December asin January, four and one third times 
in November, and about six times as great in Septem- 
ber and October. 

The course of gross earnings on this road has been 
curicusly like that on the Chicago, Burlington & 
Quincy. as shown below : 


C. B. & Q. Le A 
I . cckcen cee sidaas anes $2,909,165 ey 076 
SES a pera 2'742°479 0,409 
RR er errr ee 2,562,753 78 722 
NS od 30 cdeleas. Kavcakae 2,170,918 2'407.215 
0 ere . 1,648,220 1,538,508 


The Union Pacific’s maximum was $151,000 more than 
the Burlington's maximum ; the Union Pacific’s mini- 
mum is $110,000 Jess than the Burlington’s minimum. 
The earnings of the Burlington fell off $392,000 and of 
the Union Pacific $324,500 from November to Decem- 





was 82 per cent. the Erie had to pay 120 per cent. of 
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ber; from December to January the decrease was $522,- 
000 on the Burlington,and $869,000 on the UnionPacific. 

Doubtless the same causes have affected both to a 
considerable extent ; but their competition with each 
other can hardly have caused more than a small part 


36 | of the great decrease in January. 





So far this has been a year of receiverships. The 
Portland & Ogdensburg, which has this week been 
placed in the hands of a receiver, is the eighth roadwhich 
has thus been taken under the protection of a court 
since the year opened, and there are several more cases 
in which the same proceeding is threatened. The com- 
panies for which receivers have been aprointed are the 
New York & New England, the Texas & St. Louis, the 
Connotton Valley, the Brooklyn, Flatbush & Coney 
Island, the St. Louis, Hannibal & Keokuk, the Cin- 
cinnati, Columbus & Hocking Valley, the Shenango 
& Allegheny and the Portland & Ogdensburg, and to 
these should be added the North River Construction 
Company, although the last-named receivership does 
not include the possession of any road. 

The list, although sufficiently long, includes only 
two companies of importance, the New York & 
New England and the Texas & St. Louis. In the case 
of all the companies there was no sudden default or 
break-down, but all of them had been for some time 
gradually going down into bankruptcy, and the receiv- 
erships were not unexpected. Two, the Texas & St. 
Louis and the Connotton Valley, are new roads, which 
have been built largely on borrowed money, but have 
failed to secure the business which their projectors 
expected, while all the others are old companies which 
have gone down either because they had never had the 
business to support them or because their traftic, while 
considerable in amount, was not profitable in its 
nature. 

It is to be expected that the process of liquidation 
thus begun will be continued, and it is altogether 
probable that the present yearwill be an uncomfortable 
one for weak companies which are burdened with a 
heavy debt or have built badly placed or unnecessary 
roads. This sifting process always follows a period of 
great activity in railroad building, and although it is 
unpleasant while it lasts its results are generally 
beneficial. 











These bills for changing the patent laws are now 
before Congress, one, introduced by Mr. J. A. Ander- 
son, of Kansas, by which the life of all new patents 
would be reduced from 17 years to 5; and the other, 
introduced by Senator Voorhees, of Indiana, providing 
that it shall be a valid defense to any suit or injunc. 
tion for infringement that the defendant, or his as- 
signor, purchased the patented article for use or con- 
sumption, and not for sale or exchange, in good faith 
and in the usual course of trade, without notice that 
the same was covered by a patent or without notice 
that the seller had no right to sell such article; and 
that notice received after such purchase shall not have 
the effect to impair in any way the right of such pur- 
chaser as absolute owner. 

The first of these bills, cutting down the life of a 
patent to five years, practically destroys the whole 
value of a patent at once; for it is a rare exception 
that a patent, even now, returns any profit over ex- 
penditures during the first five years of its life. If 
the certainty of twelve years longer life were de- 
stroyed it would probably be almost impossible for the 
inventor to derive any profit from his patent, even in 
the rare instances where he is now able todoso during 
the proposed five years law. 

The provision of the second bil) that previous notice 
that a device is patented must be given would be 
evaded by sending out a flood of circulars all over 
the country to all possible purchasers, immedi- 
ately on the granting of a patent. If this were 
all, therefore, the law would do neither good nor 
harm, except to introduce anew annoyance. But 
the provision that notice must be given that the seller 
had no right to sell the article is in the nature of 
things impossible to fulfillin advance. It strikes at 
the very foundation of legal ownership in any class 
of property whatever by providing that any man who 
chooses to sell another man’s property, without right 
from him, shall nevertheless be able to give valid title. 

These bills have been urged chiefly by Western 
farmers, who complain that the monopoly conferred 
by a patent has caused them to pay an excessive price 
for barbed wire fence, of which they take enormous 
amounts, because it is much cheaper than any other 
effective fencing; and who have suffered much from 
swindlers who have sold them patented articles with- 
out license from the patentees, while the latter, on 
discovering this naturally have insisted on their 
rights. These evils are to some extent inherent 
in any monopoly of the kind, but the patent 
laws are not to be judged by them alone, but by their 
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aggregate effect. They offer a few brilliant prizes 
and many blanks, but the prizes can be won only by 
the inventor who confers on the community what is 
worth more than is paid for it, high as the price may 
be. The result has been to stimulate experiment and re- 
search toan extraordinary degree, the great prizes being 
before the eyes of every one. Sucha modification of 
the patent laws as these bills propose would be nearly 
equivalent to their abolition, and the result doubtless 
would be that there would be decidedly fewer valuable 
inventions, the valuable ones being generally the fruit 
of much study and experiment, which very few would 
devote if there was no chance of reward. 








The further sedmes tion of east bound rates last week 
from 20 cents to 15 cents per 100 from Chicago to New 
York was followed by an increase of shipments, while 
the reduction from 30 to 20 the week before had no 
such effect on the traffic as a whole, as we showed 
last week. For the last four days of the 30 cent rate 
the average daily shipments were 556,846 bushels 
for the six days of the 20 cent rate they were 494.929 
bushels. 

For successive days since they have been ; 


March 21. March 22. March 24, March 25. March 26, 
584,384 566,650 - 608,493 849,908 648,607 


The average of these is 651,626, which is 314 per 
cent. more than under the 20 cent rate, and yielded 
about 1 per cent. less gross earnings. 

It is noticeable that there has been no increase in 
shipments of corn, but a very large one in wheat, and, 
this week, in oats. The wheat shipments before the 
20-cent rate had averaged about 50,000 bushels daily 
for some weeks ; under the 20-cent rate they averaged 
56,380 bushels, but for the first four days of the 15- 
cent rate the average was 106,937 Lushels per day. 
This, however, was not effected by the lower rates 
alone, but also by a fall in the price of grain at the 
sea-board as well as in the West. 





The effect of the last eduction of rates on prices of 
grain seems to have been very slight, if anything. 
The price of wheat has fallen, but fully as much, 
apparently, at Chicago, as at New York leaving the 
difference in price about the same with a transporta- 
tion rate of 9 centsa bushel as when it was 12 cents 
and 18 cents. But we showed last week that the dif- 
ference in price was but 94 cents even when the reg- 
ular price for the transportation was 18 cents a bushel. 
And in corn there has been scarcely any change of 
price at either place, and the difference in price is 
rather less than the cost of transportation at the 
15-cent rate. 











The Chicago-St. Paul lines have at last agreed to 
pool the St. Paul and Minneapolis traffic and to sub- 
mit the division of the business to arbitration, which 
had been the sticking point. The pool is to be for two 
years, but at the expiration of the first year any road 
may demand a new allotment of traffic, which shall 
be submitted to the arbitration of Mr. Geo. M. Bogue, 
who was Arbitrator for the old Northwestern Associa- 
tion, which did not divide the traffic, but attempted 
to maintain rates without a division—an almost hope- 
less task. 








The government tests of iron and steel, begun some 
years ago at the urgent solicitation of the manufac- 
turers and users of iron in the country, and especially 
of engineers, have long been suspended for want of 
appropriations, which are apt to be lacking when the 
expenditures are not to be made by politicians. The 
War Department estimates this year ask an appropria- 
tion of $80,000, of which $50,000 is for a machine to 
test tension and compression of materials, which will 
supplement the powerful and delicate machine hereto- 
fore acquired and now at the Watertown Arsenal, 
$15,000 for caring for and using the latter machine, 
which has been left almost useless for want of an 
appropriation, and $15, 000 for purchasing and prepar- 
ing materials for specimens and tests. 

The Board of Direction of the American Society of 

Civil Engineers understands that if these appropria- 
tions are made part of the tests will be made under 
the Society’s programme; and it asks members of 
the Society to use their influence in favor of these 
appropriations, which is a recommendation that may 
well be heeded by railroad officers not members of the 
Society, as it is probably more important to the rail- 
roads than to any other one interest to have definite 
knowledge of the qualities of iron and steel. 








February Accidents. 


Our record of train accidents in February, given in full 
elsewhere, contains notes of 31 collisions, in which 13 
persons were killed and 40 hurt; 71 derailments, in 
which 9 persons were killed and 109 hurt, and 8 other 
accidents, in which one person was hurt—a total of 


110 accidents, in which 22 persons were killed and 150 in- 
injured. 

As compared with the preceding month, January, there 
was a decrease of 37 accidents, of 34 killed and of 90 in- 
jured. As compared with February, 1883, there was a de- 
crease of 74 accidents, of 39 killed and of 36 injured. 

These accidents are classed as to their nature and causes 
as follows: 

COLLISIONS: 


DERAILMENTS: 

I A aS thi nd nid whe Sabha Kes Bh dned Seckwneel adhd oitewicd 
| re 
TT 6 cv chavs ctdesdcincdcee psaudaheneetonsuca 6 
Broken axle ... asi 
Accidental obstruction 

Cattle 
Land-slide 
Wash-out . 





o*ne <= - 
IN MINS van cin cchvhaneencwkaskecierems shebetcete abe 11 
NT cach cetcians  tigtives sabe tb dbskeesebbau<echeoas 
CU NII occa cwnsicndetseseaseee esiotesecen 1 
Purposely misplaced switch.................. Ns eee re 
ea ee Phi cbs Rene RG asowenere Kees 15 


OTHER ACCIDENTS: 
Roiler explosion........ Fo PRE ee Ayn SPE er 1 
Cylinder head blown out. .. iethnan -bacensemiace.. ae 
Broken axle not causing derailment ee Pe eee ° 3 
Broken wheel not causmg derailment 2 


sam aes 110 

Four collisions were caused by mistakes in orders; three 
by trains breaking in two; two by flying switches; two by 
misplaced switches, and one by fog. 

Of the three broken bridges one was caused by the wash- 
ing out of abutments; of the others we have no special par- 
ticulars. 

No less than 13 accidents—-2 collisions and 11 derailments 
—are charged to misplaced switches, showing an increase in 
that form of carelessness. 

There were two malicious derailments during the montb, 
one caused by misplacing a switch, the other by obstructions 
placed on the track. In the latter case the train-wreckers 
have since been arrested. 

A general classification of these accidents is as follows : 


Collisions. a, Other. Total. 

Defects of road . ......... so ae 19 
Defects of equipment.. ... 3 % 14 
Negligence in operating. . 27 13 40 
Unforeseen obstructions. 1 19 és 20 
Maliciously caused.... .... 9 .. 2 ee 2 
Cnexplained. .............. 15 15 

Ns 6d cntawee anaes 31 71 8 110 


Negligence in operating thus included 36 per cent. of all 
the accidents, furnishing a larger proportion than any other 
class. Probably some of the unexplained derailments should 
be added to those caused by defects of road. 

A division according to classes of trains and accidents is 
as follows : 


Accidents; Collisions. Derailments. Other. Tota 
To passenger trains....... 3 33 5 41 
To a pass. and a freight.... §& A “ 9 
To freight trains.......... 19 38 3 60 

RO eee 31 71 8 110 


This shows accidents to a total of 141 trains, of which 53, 
or 37.6 per cent., were passenger trains, and 88, or 62.4 per 
cent., were freight trains. As has been before noted, the 
proportion of freigdt-train accidents which escapes notice 
and record is certainly very much greater than that of pas- 
senger-train mishaps. 

There were 61 accidents noted as happening in daylight 
and 49 at night. 

The persons killed and injured were as follows: 

Killed. ——-, _ —Injured.—— ~ 





Ew- m- 
ployés. Others. Total. ployés. Others. Total. 
In collisions pee ie 13 32 8 40 
In derailments. ...... 8 1 9 33 76 109 
In other accidents... .. oe 1 ae 1 
WOR aivikw. 6abicievs 21 1 22 66 84 150 


Of the killed 9514 per cent. and of the injured 44 per 
cent. were employés, who thus furnished 5014 per cent. of 
the whole number of casualties. 

Of the 172 persons killed or hurt 53 received their in- 
juries in collisions, 118 in derailments and but 1 in the other 
accidents. Deaths were caused by 8 collisions and 7 derail- 
ments; injuries by 9 collisions, 16 derailments and 1 other 
accident. Inall 15 accidents caused death and 26 lesser 
injuries, leaving 69, or 63 per cent. of the whole number, 
in which no serious injury to persons is recorded. 

The bad weather which prevailed through January con- 
tinued through February. The month was marked by 
severe cold, alternating with storms of snow or rain, accord- 
ing to the locality. We find accordingly many accidents 
resulting from the weather, either directly or indirectly, 
while it is to be noted that others which might be expected 
are, singularly enough, almost entirely absent. Thus only 
three broken axles and two broken wheels appear in the 
record, and none of them caused derailment. Possibly this 
may have resulted from stricter inspection and the exercise 
of greater care in running, which the uafavorable condition 
of the weather may have called for. 

There were 10 accidents—one of them the most serious of 
the montk—resulting from broken rails. To illustrate the 
effect of the weather we here compare the number of acci- 
dents resulting from broken rails in the three winter months 
—December, January and February—with those in the 
three summer months—June, July and August—for four 


years past: 

—. —— as « tad ay - tee 
Winter months..... ..... ... 
Summer months........ .... “3 3 8 5 





The difference is sufficiently marked, even in the mild and 
open winter of 1881-82. In the four years the winter 





months thus show a total of 170 accidents resulting from 
broken rails, against 22 in the summer months, or over 7 
times the number. And it may be added that a comparis>a 
of the different winters will show a close correspondence 
between the severity of the season and the number of 
broken rails. In the winter just closed, for instance, the 
decrease as compared with the previous year was chiefly in 
December, and last December was not a severe month, the 
winter storms and extreme cold not coming until late. 

It is to be regretted that the number of misplaced switches 
continues so large, showing no indications of a decease in 
this very mischievous form of carelessness. 

A marked feature of the record is the small number of 
collisions. The proportion of that class of accidents to the 
total number was smaller than for many mionths past. This 
was probably in part due to the fact that February was, on 
most roads, a month of light traffic, with fewer freight 
trains in motion than for almost any month of the past year 
perhaps it may have resulted in part from the greater cau_ 
tion which trainmen are apt to exercise in running in stormy 
and unfavorable weather. 


‘ For the year ending with February the record is as fol- 
ows: 





en. Killed. Injured. 

13 137 

iog 26 114 

120 28 77 

91 38 95 

119 57 204 

144 e2 136 

158 44 183 

174 43 234 

122 34 235 

112 32 113 

147 56 240 

110 22 150 

1,545 435 1,918 

1,395 394 1,589 

881 1,372 425 1,613 
eae 1,239 334 1,304 


The yearly average for the four years was 1,388 acci- 
dents, 397 killed and 1,606 injured, which is much below 
the totals for last year in all respects. 

The averages per day were, for February 3.79 accidents: 
0.76 killed and 5.17 injured; for the year, 4.24 accidents, 
1.19 killed and 5.24 injured, these being considerably 
above the averages for the month. 

The averages per month for the year were 129 accidents, 
36 killed and 160 hurt, these figures being considerably 
above the statement for February in all respects. 

The average casualties per accident for the month were 
0.200 killed and 1.364 hurt; forthe year they were 0.282 
killed and 1.241 injured, showiug for the month an increase 
in injured, but a decrease in killed, 








Dr. Isaac Todhunter, whose death has recently b2en 
announced, will long be famous among mathematicians for 
the excellent and thorough character of his mathematical 
text-books, ranging from Algebra to the Calculus of Varia- 
tions, which were when published and are still distinguished 
among other text-books by the prominence given to illustra- 
tive examples and problems, His books have been said to 
be written on the principle of “little theory and plenty of 
practice,” and the reader who wishes to test, or to perfect, 
his knowledge of algebra or, any of the higher branches 
cannot do better than to get one of Todhunter’s works. 
Such excellent collections of mathematical problems can 
be found nowhere else. 

The imports of rails into the United States in 1883 as 
reported by our Bureau of Statistics differ greatly from 
the exports from Great Britain to this country as reported 
by the Board of Trade, and that not by being greater, as 
might be the case, due to imports from countries other than 
England, but by being very much less. The figures are : 











TS p= «1883, —— 

Steel. Iron. Steel. Iron, 
CEB Sa 34,125 676 162,620 37,447 
British exports to U. S.... 69,346 2,693 173,876 21,135 


Of course the British exports do not all get here the year 
they are exported, especially as a very large proportion of 
of them of late have gone to the Pacific coast, a voyage of 
four montks or more. But that should make our imports 
exceed the exports to this country in 1883, rather than fall 
short, for the monthly exports have been decreasing rather 
than increasing, and in the early months of 1883 we should 
have been receiving the 23,642 tons exported hither from 
England in October, 1882, while in none of the last fou 
months of 1883 were the exports as much as 7,000 tons. 

The imports reported by the Bureau of Statistics, we see, 
were but 34,801 tons, against 200,067 in 1882, a decrease 
of 86 per cent.; and the last year’s imports were scarcely 
enough for 400 miles of track laid with 56 lb. rails. 








The through rail shipments eastward from Chicago for 
the week ending March 15, by the complete report, have 
been, for five successive years: 


1880. 1881. 1882. 1883. 18F +. 
WOMB a cccccccsse . 67,413 52,968 47,567 69,696 47,135 


Thus the shipments this year were 22,561 tons (3234 per 
cent.) less than last year, nearly the same in 1882, 1l yer 
cent. less than in 1881, and 30 per cent. less thanfin 1&8), 
in which latter year the March shipments were enormous. 

The percentage of the shipments carried by each route 
this year and last in this week were: 


1884. 1883. 884. 1883. 
C. & Grand T...... 13.6 142 | Ft. Wayne........ 18.7 21.8 
Mich. Cen ......... 12.6 24.0/C., St. ne Pitts 3.0 143 
Lake Shore........ 16.4 18.7 7 Balt. & Ohio....... 89 7.0 
Nickel Plate....... 7.8 Chi. & Atlantic.... 19.0 


Thus this year the three ‘Vanderbilt roads carried but 36. 8 
per cent. of the whole; the two Pennsylvania roads but 
21.7 ; the one road carrying much more than its share was 
the Chicago & Atlantic, which is short in the pool ; but the 
Grand Trunk, which bas a vast amount over which it owes 
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to the other roads, increased its debt a little during the 
week. For two days of this week the 20-cent. rate was in 
force. 
For seven successive weeks the Chicago shipments have 
been : 
— —____—_—__—_—_—_—_-—Week ending .—- ——__—___-_____— 
Feb. 2. Feb. 9. Feb. 16. Feb. 23. March 1. March 8. March 15. 
40,727 41,834 38,732 45,014 37,778 42,462 47,125 , 
Thus the shipments in the last week were 13}¢ per cent. 
more than the week before, and more than in any other 
week of the seven. Something of this may have been due 
to the reduced rates. 








The incomplete report to the Chicago Board of Trade of 
through and local shipments eastward of flour, grain and 
provisions, for the week ending March 22, gives a total of 
54,357 tons, against 70,708 in the corresponding week of 
last year and 49,106 in the previous week of this year. 
Last week the 15-cent rate was in effect two days. This 
bad some effect on the shipments, but it did not make them 
large. 

The percentages of the different roads show no very great 
variations from the allotments, but the complete report for 
the through shipments will probably show larger oues, as 
the Chicago & Atlantic, the Nickel Plate and the Baltimore 
& Ohio, which carried a percentage of all freight, much 
more than their allotment of through freight (39.6 per cent. 
against 26 per cent.), do not carry much local freight. The 
Michigan Central carried an unusually small proportion, 
while it had had a large one for a time previously, and the 
two Pennsylvania roads also carried much less than their 
share, which, however, is what they have been doing for a 
long time. 

Of the total shipments 12,247 tons were flour, 37,902 
grain, and 4,208 provisions. 








The exports of wheat from India for five crop-years 
(ending with March) have been, in busbels : 


1877-78. 1878-79. 1879-8). 1880-81. 1881-82. 
11,834,946 1,950,123 4.093,560 13,896,166 37,078,570 
For the last two calendar-years the exports have been : 

1883. 1882. Increase. P.c 
Bushels...........- 34,050,940 24,239,789 9,811,111 40.5 
For three years past, thus, the Indian exports have been 
important in amount. They have been, however, very 
small in proportion to the consumption of grain in India, 
which has 250 millions of inhabitants. who have for the 
most part little but grain to eat, and probably consume 
1,000 million bushels or more, of which perhaps two-thirds 
is rice>. A comparatively small percentage of production 
for the requirements for home use thus affords a large 
amount for export. 








The origin of the standard railroad gauge of 4 ft. 8!¢ in. 
is attributed, in a paragraph which is going the rounds to 
the newspapers, to George Stephenson, who, it is said, 
‘‘when about to build the first railroad,” was troubled some- 
what on this point, and settled it by taking a rule and meas 
uring the distance between the tracks of an ordinary 
wagon. As there were railroads before George Stephenson 
was born we can hardly accept this. Those first built in 
England were simply flat beams or planks ou which ordi- 
nary carts ran, witb flanges neither on wheels nor rails ; as 
early as 1650 there was such a road in England, which ex- 
tended for some distance outside of a mine, as well as inside, 
the rails of which, at the places most exposed to wear, were 
fortified by wrought-iron plates ; and as early as 1765 there 
was a railroad there with regular wooden rails attached to 
longitudinal sleepers, on which ran cars with cast-iroo 
flange wheels. On steep grades or curves a thin plate of 
iron was spiked to the rail. The first regular iron rails 
were used in 1767, and on these wagons without flange 
wheels ran. But in 1776acoal-mine railroad was built with 
cast-iron rails, having a flange on the outer edge, on which 
moved vehicles of the ordinary gauge in Engiand, 5 ft. be 
tween outside edges of wheels. It is this railroad, which 
was built at the Sheftield coal mines, that seems to have es- 
tablished the standard gauge, for when it was decided to 
use flanges on the insides of the wheels the old vehicles and 
the old road fitted each other with a distance of 4 ft. 814 
inches between the inner edges of the rails. 








An “esteemed cotemporary ” says : 


“There ison exhibition at the Eastern Railroad engine 
house, Prison Point, Boston, an engine built at the Portland 
Locomotive Works for the Northern Pacific Railroad. It 
has the Joy valve motion, tbe first ever used in this country: 
it does away entirely with eccentric links ; the valve works 
from connecting rods and has Buttertield’s ash-pan. It 
weighs 40 tous, bas 17 by 24-in. cylinders, 62-in. drivers. 
It is an entire revolution in engine-building, and on the first 
run is said to have worked well.” 


We are very thankful to hear that eccentric links are at 
last to be done away with: we never recollect meeting one 
even on the darkest night, but no doubt they are dreadful 
thivgs to encounter. We cannot but admire the thoughtful- 
ness of the designer of the engine in providing the valve 
with an ash-pan. It quite reminds one of the White Knight 
in Alice in Wonderland who always took a mouse-trap with 
him when he rode on horseback. The mouse-trap might be 
useful in assisting a timid rider to jump a five-barred gate, 
and similarly the ash-pan might assist the valve in giving a 
sharp cut-off, though it is difficult for the ordinary mind tosee 
just how itis done, A brilliant thought strikes us—possibly the 
ash-pan might be useful should the valve gear take fire» 
whica seems not unlikely, if it really weighs 40 tons, as 
stated. On the whole we can cordially indorse the remark 
that it is an entire revolution in engiue-building and can 
understand our cotemporary’s evidently gloomy misgiv- 
ings as to the future behavior of this eccentric missing-link 
40-ton pateut ash-pan valve. The cautious statement * on 
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the first trip it is said to have worked well” shows a credit- 
able doubt as to the ultimate success of this singular combi- 
nation. 


Record of New Railroad Construction. 





This number of the Railroad Gazette contains informa- 
ition «of the laying of track on new railroads as follows : 

Cahaba Coal Mininy Co.—This company has completed a 
road from the Cahaba Mines, Ala., to the South & North 
Alabama road, 9 miles. 

St. Louis & Cairo.—The High Prairie Branch is com- 
pleted from Columbia, Ill., to Millstadt, 14 miles. Gauge, 
8 ft. 

This is a total of 28 miles of new railroad, making 334 
miles reported to date for 1884. The total track reported 
laid to the corresponding date for 12 vears is as follows: 


PL Nacdrsan ckaeneeaeeus BLL | UST7.. 2. ee eeee eee ee eens 165 
RS a pack wc gaps Si nea sine AE reer cer 129 
OR RIRER ES SRE Aerreeee OE. SARA focerr 198 
BAGS 5 Stan aeksneceawans MR Ce Sin snce sslda Sacicmaeeee 4:29 


These statements include main track only, no account 
being taken of second tracks or other additional tracks or 
sidings. 





NEW PUBLICATIONS. 
Report of the New York State Survey for 1882. 

Gardiner, Director. 

The state survey of New York drags its slow length along 
at the rate of about $15,000 per year, which cannot be 
expected to give very rapid progress. Apparently the 
progress which has been made is not a bad showing for 
work of the kind. The report contains lists of elevations 
and geographical position for numerous places in Eastern 
and East-central New York, an article on trigonometrical 
levelling and considerable other information of value to 
those who are interested in that kind of technical work. 


James T 





Report of the New York State Survey for 1883. 

Gardiner, Director. 

In addition to extending the list of geographical positions 
and elevations determined, this report contains details of 
work done in western New York in respect to reclaiming 
swamps, and a general discussion of the flow of water from 
wooded and other water-sheds. 


James T. 





Tables for Calculating the Cubie Contents of Excavations 
and Embankinents, by an Improved Method of Diagonals 
and Side Triangles. By Jobn R. Hudson, C. E., New 
York: John Wiley & Sons, 

This method adopts the same device for dividing the sur- 
face of the ground into triangles as is familiar—to the eye 
—of most engineers from its appearing in Henck’s * Field 
book.” But we apprehend tbhatit has rarely been used in 
practice. These tables make the mothod somewhat easier to 
use, but we cannot recommend the method itself, seeing no 
possible gain from it, either in accuracy or convenience. 

Are we to understand the author as seriously recommend- 
ing that earthwork computations should be earried out to 
tenths of acubic yard in practice? We regard that as an 
utter waste of time, in view of the accuracy of the field- 
work. 

Useful Information and Tables Appertaining to the Use 
of Wrought Iron, The Passaic Rolling Mill Co., Paterson, 
N. J. 

This is a convenient little manual for designers of iron 
work, especially for those who may have occasion to order 
from the works, of much the same style aud general charac- 
ter as others prepared for the same purpose by other works, 
but less complete than some. The tables, of course, are more 
particularly confined to the strength and weight of rolled 
iron used as beams and posts, the latter very briefly treated: 
but much of the matter seems new. The miscellaneous con- 
tents do not seem to have be : very carefully compiled and 
edited. They cover considerable ground, but are hardly 
full enough to avoid the need of reference to other and more 
complete treatises. The same criticism may be made, how- 
ever, on most of the other existing trade publications of the 
kind. 





The Air We Breathe and Ventilation. By Henry A. 
Mott, Jr., Ph. D., E. M., F.C.S., ete. Published by John 
Wiley & Sons, New York. 

This little book describes iu the first place the constituents 
of the atmosphere, and, after dwelling on the importance of 
pure air, proceeds to describe the aspirating system of venti- 
lation, as the writer considers the principle on which that 
system is founded to be correct. The leading idea of this 
principle is that the foul air should be removed by suitable 
contrivances, and that if this point is carefully attended to 
the fresh air will take care of itself, finding an entrance and 
supplying the place of the foul air. Various methods of 
applying this principle to ventilation and heating are 
described,and the Cameron and Gouge systems of ventilating 
cars are illustrated and explained. 

A great deal of useful information is conveyed in « con 
cise and convenient form, and altogether the book is calcu- 
lated to fill a want, though unfortunately it is marred by 
several instances of hasty writing. The reader is informed 
on page 7 that ‘‘at a height of 5,528 metres the air expands 
to twice its volume,” while on page 8 it is stated that ‘at 
2.7 miles above the earth the pressure would be reduced 
about one-half ;” and again on page 7, ‘‘ ata height of 3.522 
geographical miles it expands to 64 times its volume.”’ 
These statements are wholly irreconcilable, two out of the 
three are certainly wrong, and if the other is correct it is 
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puzzling to the student to fiad figures given in three different 
measures, metres, miles and geographical miles, which can 
only be compared by reducing them to a common denomina 
tion. An author should save the reader this trouble. It would 
also be convenient to know whether the height above sea 
level, or the height above the surface of the earth, is in- 
tended. The author states, ‘‘The density of the air dimin- 
ishes as the distance from the earth’s level increases.” The 
*earth’s level” is a novel phrase, and we must confess our 
inability to grasp its exact meaning, but the statement 
hardly conveys the idea that the barometrical pressure is 
considerably smaller on an elevated tableland than at sea 
level, and that this fact is often made use of by engineers 
and surveyors to determine roughly the heights of moun- 
tains and passes. 

The author speaks of the West Indies and tropical India 
as being in the south. Itis generally believed that these 
regions lie to the north of the equator. ‘‘In the zone from 
12° north to 12° south latitude the heat is never oppressive, 


| and the large amount of moisture in the atmosphere is as 


congenial to the health of man asit is favorable to the 
growth and development of vegetation.” This statement is 
somewhat remarkable, and if correct Aspinwall and the 
Gulf of Guinea should be among the healthiest instead of the 
most unhealthy regions of the globe. There is no accounting 
for taste, and possibly some people may like yellow fever. 


The Topographer : His Instruments and Methods, By Lewis 


M. Haupt, A. M., C. E., Prof. Civ. Eng. University of 
Pennsylvania. 


New York: J. M. Stoddart. 

This book fills tolerably well a real void in technical litera- 
ture ; and every one charged with topographical field work 
should have it. It is handsomely printed and bound, the 
arrangement for including plates beiug novel and good. 
Some large views given are not strictly necessary, but are 
pleasant to look at. A little smaller type and less margin 
would have made tne book more convenient, perbaps, for 
the class for whom it is intended. 

The work seems to be intended rather for topographers 
engaged in geodetic work on a large scale than for the hum- 
drum and minute detail of topographical work for railroad 
surveys, and hardly seems to bave adequately treated the 
latter. Nevertheless, there is always more or less of such 
extended work to be done in railroad mapping, which is 
generally poorly done. This book will assist in showing 
how to do it quickly and well. 

The notes as to ‘*Polyconic Projection,” for mapping 
large areas, need extension. The simplest method for areas 
less than 100 miles square is to plot the parallel of latitude 
by considering them as parabolas, although the method is 
laid down in no book that we know of. The art of taking 
precise contours quickly and easily is hardly alluded to. 
Topography without this for railroad work is a delusion 
and a snare. ‘he art of plotting notes is very inade- 
quately treated ; in fact, it can hardly be said to be treated 
at all. There are but two methods worthy of approval : 
Plotting by bearings and by latitudes and departures; 
plotting by angles being almost invariably a mistake of 
judgment, wethink. The use of latitudes and departures 
is only expedient when some mechanical or graphical de- 
vice is used for computing the traverse. One such device, 
at least, is admirably quick and accurate, and should be 
described, but is not. Some explicit words of instruction 
about mapping quickly and well would have been more 
practically useful than almost anything else in the volume ; 
but there is nothing whatever. As examples for practical 
use the illustration plates themselves are all bad in this: 
that they show all the contours of equal size, instead of hav- 
ing every fifth contour heavier, which should be an invari- 
ble rule in maps designed for use in projecting. Some good 
examples of actual railroad maps should by all means have 
been included, or at least one plate which would have shown 
the student bow such work should actually look. Alto- 
gether the book is far from ideally perfect—which is apt to 
be the case with books—but it will serve a good and useful 
purpose in preparing the student to learn something about 
taking topography. 

A New System of Laying Out Railway Turn-outs Instantly, 
by Inspection from Tables. By Jacob M. Clark. New 
York: D. Van Nostrand. 

This little book affords the means of determining from 
tables without calculation the precise length of a turn-out 
from heel of switch to point of frog, to within one-tenth of a 
foot, and the precise radius and degree of the turn-out curve; 
but it is 2xceedingly technical in its form—so much so that 
to any one without training in mathematics even the 
tables will be unintelligible—and it violates established 
practice and custom by ‘assuming that the frog is 
usually designated by its angle instead of by its number 
or proportion, and that the usual fixed condition in 
laying out a turn-out is the radius of the turn-out curve 
instead of the frog number. This greatly extends the 
tables and makes their use unnecessarily cumbrous even for 
the trained engineer. Itissingular that the author should 
make no attempt whatever to facilitate laying out turn-outs 
directly from the number of the frog, either by giving a lit- 
tle subsidiary table or by indicating in a separate column 
the numbers of the frogs, and this defect alone we should 
regard as making the book ill-adapted for practical use in 
its present form, even if we regarded it as necessary to de- 
termine lengths of leads with such minute precision, which 
we donot. For the author’s tables show us that with the 
sharpest frogs in use on ordinary railroads, say 1 to 5, and 
with a 10° main Jine curve, the error in the length of the 
lead resulting from paying no attention to the fact that the 
main track is curved is only three or four inches in length 


—_ 


teh 

















pA LIAO it 0 


MARCH 28, 1884] 








of lead and 3 to 5 minutes in the frog angle. The latter is 
an utterly inappreciable errcr, far within the limit of error 
in manufacture. The error in lead is also of no importance, 
for we have only to consider the turn-out curve to be very 
slightly compounded and we shall find that theory alone, to 
say nothing of practice, will permit us to vary the length of 
lead by a considerable percentage without objectionable 
irregularity in the turn-out carve. 

Certain trifling additiors to the tables in the way of ex- 
planations of the symbols on the same page would have 
added to their convenience, and should by all means have 
been given; but the tables themselves are unsuited to a 
purely practical purpose like this, where we want exactly 
what is really necessary in practice and nothing more. 
Mathematical readers will at once perceive that the precise 
length of a lead is a matter of no moment, by remembering 
that any turn-out curve may be considered as a parabola 
instead of a circle without affecting its position on the ties 
by an appreciable fraction of an inch. In that case—as will 
be more easily seen by making a small sketch—the tangent 
to the curve starting from the frog-point, and fixed in direc- 
tion by the frog-angle, may be of any given length and may 
remain fixed; but the tangent to the turn-out curve which 
is fixed by the main-line rail does not need to be of the same 
length, as with a circle, but may be either longer or shorter 
and yet give a good and mathematically correct curve. In 
fact, if the main-line tangent be made the longer it gives a 
better turn-out curve than if it were a true circular arc. 

From lack of attention to this simple mathematical truth 
arises much of the hair-splitting minuteness of many for- 
mule. 








TECHNICAL. 


Safety Signals at Draw-Bridges. 

In a short time the five draw-bridges on the New York 
Division of the New York, New Haven & Hartford road 
wil) be protected by the patent appliances for running trains 
to a side track in case an engineer fails to stop his train be- 
fore an open draw-bridge. The railroad company provides 
the best railroad signals used in the country, but to guard 
against any possibility of carelessness an apparatus is to be 
provided at each bridge whereby absvulute security will be 
assured. A device of the Union Signal Co. of Pittsburgh 
has been in use for several months with the best results at 
Westport. The cost of the apparatus is about $5,000. Last 
week the Railroad Commissioners and officers of the Consol- 
idated road visited Cos Cob bridge and inspected the work- 
ings of an appliance constructed by the Pennsylvania Steel 
Co. At the centre of the bridge has been placed a crank 
apparatus under the direction of the draw-tender. 
When the draw is to be opened the tender turns 
the crank partly around, and by so doing throws up a signal 
on each side 1,400 to 2,000 ft. from the bridge, warning 
the engineer to stop bis train, and at the same time throw 
ing up the home signal. Both of the signals are semaphores, 
the distant signal is green and the home signal red. The 
draw-tender then turns a lever half way round, and re- 
sumes his crank, one turn of which sets the derailing switch 
by drawing the bolt that holds the switch in position for the 
main line; the derailing switch guides the train into the 
sand bank, providing the engineer has neglectrd to stop his 
train by the aid of the road signals. The bridge-tender 
having performed these operations the crank is again turned, 
drawing the bolt holding the draw in position; and then the 
draw is in condition to be opened by the ordinary 
means. After the draw has been closed, and while the 
signals are still in position, one turn of the crank 
sets the switch for the main line, another manipulation drops 
the signals and another fastens the draw. The draw cannot 
be opened before the signals and the derailing switch are 
set, and the signals cannot be dropped until the ) Han isagain 
securely fastened. Absolute safety is thus obtained. These 
manipulations are intended to prevent accident in case of 
neglect of an engineer, for under ordinary circumstances an 
engineer would obey the ordinary signals. No case of careless- 
ness to show exactly what would happen in case of danger has 
occurred at the Westport draw ; and such an instance might 
not occur in years. To insure absolute safety the company 
has decided to put up safety appliances at Cos Cob, South 
Norwalk, and at the Housatonic River, if the Railroad Com- 
missioners approve of the new arrangement.— Bridgeport 
(Conn.) Republican Standard. 


Block Signals on the Boston & Providence. 
The Boston & Providence Co. bas made a contract with the 
Union Switch & Signal Co. to put up block signals on its 
road from the Boston & Albany crossing in Boston to the 
junction with the Dedham Branch at Forest Hill, a distance 
of about five miles. In connection with the block signals 
the interlocking signals and switches of the Union Co. will 
be introduced on this section df road, and the various high- 
way crossings will be carefully protected. The system is to 
be gradually extended over the whole of the road from 
Boston to Providence. 


A New Automatic Cut-Off. 

The Elmira (N. Y.) Register says: ‘‘ Master-mechanic Bon- 
ney, of the Tioga Railroad repair shops, has constructed a 
miniature horizontal engine, of about four horse power, 
with a novel automatic cut-off attached to the eccentric. 
By tbis means tbe old fashioned governor is done away 
with. Mr. Bonney does not claim a patent on the invention, 
but merely considers it an experiment. It looks practical 
and may prove a valvable attachment to steam engines.” 


A Tube-Makers’ Combinstion. 


Engineering of March 7 describes a pool formed by manu- 
facturers of boiler tubes and other steam pipes in this coun- 
try, but hitherto kept secret, as follows: 

‘*The iron tube-makers of America have formed them- 
selves into an association under the name of ‘The Empire 
Iron Company, Limited.’ The share capital of the company 
is proportional] to the sum of the cutput of all works in the 
country, and each manufacturer holds shares in it in accord- 
ance with the extentof his plant. Now the capacity of 
the mills for furnishing boiler flues and steam pipes in 
the United States is much in excess of the demand 
at present; in fact, it is only in extremely good times 
that all of them can be worked to the best advan- 
tage. Consequently, without artificial restriction, each 
mapufacturer would endeavor to obtain as many orders as 
he could execute by lowering bis prices, and the result wouid 
be that none would make any profit, and much of the ad 
vantage that they might be expected to derive from these 
import duties would be lost. But under the present arrange- 
ment the same selling price is fixed for all, at a figure which 





will carry a profit. Each member sends copies of all his 
invoices to the company’s offices, and pays in a certain pro- 


portion of these amounts. Thus a fund is created, which is 
distributed as dividends on the shares, and each member 
receives an amount which depends upon the size of his plant. 

** From a copy of the by-laws of the company we learn 
that whenever any stockholder shall desire to sell his stock 
he shall first offer it to the company, who shall have the 
option of taking it ‘at any given price, or at any modifica- 
tion of such price, and before it shall be offered to any other 
party, and that the directors are authorized to make pur- 
chase of the stock under such circumstances.’ Agents from 
the company are established at all the mills of the members, 
and their duty is to report all ‘sbipments of goods covered 
by contracts.’ These agents are moved from place to place, 
never staying at one works more than eight weeks, in order 
that they may be less liable to influence. In other respects 
the individual firms seem to be at liberty to manage their 
affairs as they please.” 

We learn from other sources that this combination was 
made last December, when prices were so low as to be 
regarded as altogether unprofitable. The prices bave fluc- 
tuated greatly. Four-inch boiler tubes have been as high 
(in 1878) as $1.20 per foot with 5 per cent. discount, and as 
low (1883) as 50 cents per foot, with 60 per cent. and 5 per 
cent. off—that is from $1.14 down to 19 cents. The 
latter price, it is said, and may easily be believed, 
did not pay for theiron. Three-inch tubes have varied 
between 75 cents per foot with 5 per cent. off, and 
35 cents, with 60 and 5 per cent. off: 2-in. 
tubes from 45 cents less 5 per cent. to 23 less 60 and 5 per 
cent. Of course the difference in the prices of iron in this 
time, much as it has varied, accounts for but a small part of 
the great variation in the prices of tubes. Immediately after 
the combination was made the price was advanced by mak- 
ing the trade discount 47!¢ instead of 60 and 5. It is re- 
ported, however, that a further slight advance will be made 
soon by reducing the discount to 45 per cent. With a higher 
price than this latter importations would be possible, the 
duty being 3cents per pound. 


American Society of Civil Engineers. 


At the regular monthly meeting March 19 a paper was 
read by E. B. Dorsey, C. E., on “The Comparative Danger 
from Conflagrations in New York and London,” comment 
ing on the special advantages of London in respect to a con- 
stantly moist climate, smaller and lower buildings and less 
dense population, together with other advantages which are 
common to ali European cities as against all 
American cities, viz.: a solider style of construc- 
tion, more brick and stone and less wood, more 
and higher fire-walls, fire-proof roofs, and no wooden cor- 
nices. The point of special interest to railroad men and 
engineers, however, was the iminense network of railroads 
inside the city limits of London and their solid and perma- 
nent style of construction, all of them being either elevated 
above or depressed below the surface (nearly all elevated), 
and when so elevated carried upon solid brick and stone or 
dirt embankments of great width, so that they are an effect- 
ual barrier tc fire and an important element, from their 
number, in the protection of the city. 


Adding Lines to Blue-Prints. 


Mr. T. O. Perkins, writer to the Engineering News, states 
that be bas lately discovered that white lines and letters 
may be made on a finished ‘‘ blue copy,” by using, as one 
would use ink, a solution of chloride of lime in water, made 
by mixing the chloride with about an «qual quantity of 
water, shaking it, and allowing it to stand a few hours bc- 
fore using. It is applied with a drawing or writing pen, 
and allowed to stand till dry. The sheet is then thoroughly 
washed in water, the blue color washing off wherever the 
solution has covered it and exposing the white surface of 
the paper. The solution is also useful for erasing lines or 
figures in carmine and in some writing inks. 

The usual process for this purpose is a solution of caustic 
potash (about one stick) in four ounces of water. Used as 
an ink this leaves a white (or rather yellow) line without 
any washing afterward. The neat appearance of the tracing 
is injured, however, and the above process may be better 
for extensive changes. 


Railroad Building in Chili. 


The Valparaiso correspondent of the San Francisco Bulletin 
writes: 
Anvgol, thence through the Arauco Indian country to Val- 
divia. Mr. Hillmann, an American, has received a large 
contract for building from the government. Orders have 
been sent to Europe for the purchase of 10,000 tons of 
railroad rails and iron for bridges. The locomotives, 
passenger and freight cars, have been ordered in large 
numbers from the United States, and six engines with 200 
freight cars have arrived for the Santiago road. Demands 
have gone forward and are to go Jater on to California for 
heavy bridge timbers and planking. 

‘**In Liviache the new passenger and freight depot of the 
railroad has been commenced. It will take two years to 
finish it. At Calera the government has ordered a wooden 
bridge to be built across the river which will be over half 
a mile long. Improvements are going on equally in nearly 
all parts of the country, and will stimulate the trade 
between this country and California, as the larger 
proportion of lumber used for building purposes is Oregon 
pine. The California nail manufactories should look out tor 
their interest in trade on this coast.” 


Peninsular Car Co. 


Plans have been completed for the new shops of the Penin- 
sular Car Co. in Detroit which are thus described by the 
Detroit Post und Tribune: *'l'bhe shops will cover a large 
proportion of the 23 acres of land rezently purchased at the 
Milwaukee Junction from Thomas W. Palmer, and the entire 
cost of construction will not exceed $150,000. The works 
will be built of brick and will embrace an erecting shop, 
wood machine shop, brick shop, engive house, boiler bouse, 
wheel foundry, blacksmith sbop, soft casting foundry and a 
number of offices, storehouses, etc. A system of tracks will 
connect all the shops. 

‘*The dimensions of the erecting shop will be 162 by 322 
ft., and in it all cars will be finished and run out upon the 
track ready for service. The capacity of the erecting shop 
is placed at 72 cars. 

** The wood-machine shop adjoining will be 352 ft. long 
and 142 ft. wide. A new system for placing the machinery 
will be introduced here, the shop to be provided with a 
basement wherein will be adjusted all shafting and belting 
necessary to run the machinery above. The chances for 
accidents will thus be reduced toa mivimum, there teing 
no belts in the working roum to be feared and avoided. The 
flooring will be extra heavy on account of the great weight 
it will have to sustain. 

“The truck shop, where the car frames will be placed 
upon the wheels, will be 90 by 50 ft.in size. The engine 
house will be 84 ft. in length by 22 ft. in width. The smoke- 
stack will be 125 ft. in height, the largest and highest in 
the city. The boiler-house, 40 by 50 ft., will contain six 
steel boilers. The blacksmith shop is perfect in arrange- 
mont and will be extremely large, 363 feet long by 80 ft. 
wide. 


“The wheel foundry, 112 ft. by 184, is to be the finest 
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arranged in the country. There will be an overhead sys- 
tem of carriers, so that the molders can easily move 
patterns and wheels. This will altogether dispense with 
the assistance of cranes. The dimensions of the soft casting- 
foundry will be 132 by 227 ft. The offices will be finished fs 
bard wood after an expensive fashion, and the entire 23 
acres will be cut up by a net-work of track intersecting in all 
directions. 

‘** The shops are laid out on the plans so that the raw ma- 
terial wlll enter from the south side and leave the grounds 
at the north in the sbape of a finished car, nothing being 
subjected to rehandling. The capacity of the entire works 
will be 40 cars per day. There will be over 414 acres of 
slate and gravel roof besides 1,000,000 feet of sbinzie roof.” 


Car Building in Mexico. 


The Mexican Central is trying the experiment of building 
its own freight cars, the framework being of oak from the 
company’s forest at Nado, while the pine comes from the 
forests near Patzcuaro, in Michoacan, whence it is hauled 
to the Mexican National at Morelia and delivered to the 
Central at Celaya. This makes a haul by mules of some 50 
miles, and by rail some 300 miles. 


Railroads in Guatemala. 


An exchange says: ‘‘The Huntingdon railway system in 
Guatemala and San Salvador will, when finished, aggregate 
over 600 miles of track, and will cost some $8,000,000. The 
8 ft. 6 in. guage bas been adopted. The principal cities of 
San Salvador and Guatemala will be in rail communication 
with each other as well as with either coast. 

** According to recent reports regarding the Northern 
Railroad of Guatemala three parties of enginee:s have com- 
meuced the survey of this road, and the directors intend, 
when the first party, headed by Mr. 8. Miller, the Chief 
Engineer, completes the survey of the section from the port 
of Santo Tomas to El Mico, & distance of 65 miles, to begin 
work at Santo Tomas and push the grading as rapidly as 

ible. General F. Millen bas obtained the contract for 
all the work on the first division, and all the necessary im- 
plements have been ordered at New York and will be shipped 
to Santo Tomas.” 


A New Plan for Building Street Railroads. 


The United States Cable Road & Subway Co., has been 
incorporated in New York to build street railroads ona 
plan patented by Nelson B. Adams and O. D. Orvis. This 
plan is thus described by one of the projectors: “The tracks 
will be laid in tunnels under the street, and the wheels run- 
ning on them will be connected with the car above by a 
steel plate a half inch thick, which will pass along through a 
slot in the surface of the ground, Take Broadway for an 
example. If cars were introduced on that thorougfare and 
ran on this system the street would have the same appear- 
ance generally that it bears now, and if you inspected 
closely vou would see nothing but two — slots a ig in. 
wide running parallel to each other. These slots would be 
too narrow for the foot of man or beast to be hurt by them, 
and except when a car was actually passing. it would have 
no effect on the traffic at any given point.” 

The company also propose to build an arch between the 
underground tracks, in which telegraph and electric light- 
ing wires can be run, and thus solve the problem of the 
telegraph pole nuisance in large cities. 


Novel Cure for Noisy Railroad Bridges. 


The Osnabruck Steel Works have recently been manufactur- 
ing steel rails 88 ft. 6 in. long, which have been laid down 
on railroad bridges crossing the city of Hanover, Germany. 
It was found that the noise caused by passing trains was 
becoming such a nuisance that a remedy had become a ne- 
cessity. The cause of it was the violent vibration at the 
rail joints, and the engineers hit upon the expedient of hav- 
ing the rails made long enough to cover the whole length of 
the bridges. Since they were laid down the nuisance 
caused by the rail joints has ceased. The use of rails of the 
length stated is, as far as we know, withouta parallel in the 
history of railway construction, and reflects credit alike on 
the engineers who suggested it and the manufacturers who 
made them.—IJron. 


Genwi Mailroad "ewe. 


MEETINGS AND ANOUNCEMENTS, 





Meetings. 

Meetings will be held as follows : 

Chicago & Alton, annual meeting, at the office in Chicago, 
April 7, at 10 a.m. Transfer books closed March 15 

New York Central & Hudson River, annual meeting at 
the office in the Union Depot in Albany, N. Y., April 16, at 
noon. 

New York, Susquehanna & Western, annual meeting, in 
Jersey City, N. J., May 1. 


Dividends. 


Dividends have keen declared as follows: 

Chicago, Rock Island & Pacific, 134 per cent., quarterly, 
payable May 1. Transfer books close March 29. 

Chicago, St. Paul, Minneapolis & Omaha, 1% per cent., 
quarterly, on the preferred stock, payable April 21. Trans- 
ter books close March 31. 


Railroad and Technical Conventions. 


Meetings and conventions of railroad assoc ations and 
technical societies will he held as follows : 

General Time Convention, Spring meeting, at the Grand 
Hotel iu Cincinnati,O., at 11 a. m., on Wednesday, April 9. 

Southern Association of General Passenger and Ticket 
Agents, semi-annual meeting, in Charleston, 8S. C., on 
Wednesday, April 9. 

Southern Time Convention, Spring meeting, at No. 46 
Bond street, New York, at 11 a.m., on Wednesday, 
April 16. 

Association of American Railroad ft gm semi- 
annual meeting, in New York city, on Monday, April 21. 

American Society of Mechanical Engineers, Spring meet- 
ing, in Pittsburgb, Pa., on Tuesday, May 20. 

Railway Cur Accountants’ Association, annual conven- 
tion, in Richmond, Va., on Tuesday, May 20. Western 
members are requested to meet in Ashland, Ky., May 18; 
Southern members in Atlanta, Ga., May 17, and Eastern 
members in Washington, May 19, to proceed to Richmond 
together. . 

Master Car-Builders’ Association, annual convention, in 
Saratoga, N. Y., beginning on Tuesday, June 10. : 

Master Mechanics’ Association, annual convention, in 
Long Branch, N. J., beginning on Tuesday, June 17. 

Railway Telegraph Superintendents’ Association, annual 
convention, in Boston, on Tuesday, June 17. 

General Baggage Agents’ Association, semi-annual meet- 
ing, in Boston, on Wednesday, July 16. 

Master Car-Painters’ Association, annual convention, in 
Boston, on Wednesday, Sept. 3. 
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Road-Masters’ Association of America, annual conven- 
tion, in Indianapolis, Ind., on Wednesday, Sept. 10. __ 

American Street Railway Association, annual convention, 
in New York, on Wednesday, Oct. 15. 


Foreclosure Sales. 

The Burlington & Ohio River road was sold at public auc- 
tion in Carlinville, Ill., March 18, and was bought for $14,- 
700 by H. 8. Hopkins, of St. Louis, one of the contractors 
of the road. The company heldno finished road, but graded 
some 15 miles from Carlinville, Ill., and bad secured the 
right of way for some distance further. The sale also in- 
cludeed a considerable amount of timber and bridge material 
and some 300 tons of steel rails. 


Trunk Line Conference. 
A meeting was held in New York, March 26, at which the 
presidents of the Vanderbilt lines and representatives of the 
Pennsylvania and the Grand Trunk were present. The con- 
ference was private and nothing was done, although it is 
understood that the present condition of rates was dis- 
cussed. 


Southern Association of General Passenger & 
Ticket Agents. 
The semi-annual meeting of this association will be beld in 
Charleston, 8S. C., at the Charleston Hotel, Wednesday, 
April 9, at 11 o’clock a, m. ; 
Representatives of all lines in the territory of the associa- 
tion (south of the Ohio and Potomac rivers and east of the 
Mississipppi and West Louisiana, Arkansas and Texas) are 
earnestly requested to be present. 








ELECTIONS AND APPOINTMENTS. 


Baltimore & Ohio,—Mr. John W. Clark has been appointed 
Acting Master Car-Builder in place of L. Packard, resigned. 
Mr. Clark was foreman at the Mount Clare shops. 





Bangor & Piscataquis.—At the annual meeting in Ban- 
gor. Me., March 19, the following directors were chosen: 
A. G. Wakefield, C. L. Marston, Thomas 8. Moor, John 
Cassidy, Moses Giddings, W. B. Hayford, M. 8S. Drum- 
mond, A. M. Robinson, T. N. Egery, C. H. Sawyer, Isaac 
Strickland, Thomas White, Woodman C. Pitman. Ata 
subsequent meeting cf the directors Moses Giddings was 
re-elected President; H. W. Blood, Clerk; Artbur Brown, 
Superintendent. 


Batesville & Brinkley.—At a special meeting held in Brink- 
ley, Ark., recently, the following directors were chosen: 
Wm. Black, Brinkley, Ark., James B. Dent, E.G. Thompson, 
Woodruff County, Ark.; James T. Henderson, Jackson 
County, Ark.; V. H. Henderson, White County, Ark.; R. 
W. Martin, Wm. J. Thompson, Little Rock, Ark. The 
board elected R. W. Martin President; Wm. J. ‘Thompson, 
General Manager, Secretary and Treasurer; Elias Summer- 
field, Superintendent, 


Canadian Pacifie.—Mileage of cars of this company should 
be reported to R. H. Smith, Car Accountant, Montreal. 

Mileage of the company’s cars in the Quebec, Ottawa and 
New England Air Line should be reported to B. D. Webber, 
New England Agent, at Boston. 


Chesapeake & Ohio.—-At the annual meeting in Rich- 
mond, Va., March 20, the following directors were chosen: 
John Echols, Williams C. Wickham, of Virginia; John 
Castree, Isaac E. Gates, A. S. Hatch, Elias Higgins, C. P. 
Huntington, A. A. Low, A. E. Orr, E. T, Tournier, Ezra 
Wheeler, New York. ‘This is the old board. 


Chicago, St. Louis & Pittsburgh.—The directors of this 
company as consolidated are: F. W. Betz, Wm. Borner, 
George Griggs, George Willard, Chicago; Wm. L. Scott, 
Erie, Pa.; John P. Green, George B. Roberts, R. Biddle 
Roberts, Philadelphia; Charles J. Osborne, New York. 


Cincinnati, Van Wert & Michigan.—Mr. D. R. Ennis has 
been appointed General Superintendent. He was recently 
Superintendent of the Ohio Southern road, and has served 
on the Erie and the New Jersey Midland roads. 


Dakota Midland.—Mr. Wm. H. Becker is President and 
: oor Manager of this company, with office at Ellendale, 
Dakota. 


Danville, Olney & Ohio River.—Mr. C. E. Henderson has 
been amas Receiver in place of Charles Howard, re- 
signed. 


Eureka Springs.—The board has elected R. C. Kerens, 
President; Powell Clayton, Vice-President and General 
Manager; Bernard Baer, Secretary; Logan H. Roots, 
‘Treasurer. 


Globe Line.—Mr. S. T. McLaughlin has been appointed 
General Manager of this new fast freight line. 


Grand Rapids & Indiana.—Mr. E. C. Leavenworth has 
been appointed Chief Clerk in the general freight office at 
Grand Rapids, Mich., in place of Mr. C. E. Gill, who has 
been made General Freight Agent. 


Jeffersonville, Madison & Indianapolis.—This company 
has re-elected George B. Roberts, President; G. 8S. McKernan, 
Secretary and Treasurer. The road is leased to the Penn- 
sylvania Company. 


Kansas City, Fort Scott & Gulf.—At the annual meeting, 
March 12, the following directors were chosen: H. H. Hun- 
newell, S. Bartlett, Charles Merriam, F. Gordon Dexter, F. 
M. Weld, Francis Bartlett, N. Thayer, Alpheus Hardy, 
John A. Burnham, T. Jefferson Coolidge, B. P. McDonaid, 
C. W. Blair, O. E. Learnard. 

At the same time directors were elected for the leased and 
controlled lines as follows: Fort Scott Equipment Co.—Geo. 
H. Nettleton, L. W. Towne, J. S. Ford, Wallace Pratt, D. 
E. Jones, C. W. Blair, O. K. Learnard. Fort Scott, South- 
eastern & Memphis—George H. Nettleton, L. W. Towne, 
Wallace Pratt, Charles Merriam, J. 8, Ford, W. J. Ferrey, 
C. W. Blair, O. E. Learnard, B. P. McDonald. Kansas 
City, Springfield & Memphis—H. H. Hunnewell. 8. Bart- 
lett, Charles Merriam, N. Thayer, T. Jefferson Coolidge, 
George H. Nettleton, J. Brumback, Wallace Pratt, L. W. 
Towne, J. 8. Ford, J. H. Emmett, W. J. Ferrey C.W. Blair. 
Kansas & Missouri—George H. Nettleton, Wallace Pratt, 
J.S. Ford, W. J. Ferrey, O. E. Learnard, C.W. Blair, B. P. 
McDonald. Rich Hill—George H. Nettleton, Wallace 
Pratt, L. W. Towne, W. J. Ferrey, J. S. Ford, Charles Mer- 
riam, C. W. Blair, Bb. P. McDonald, O. E. Learnard. Short 
Creek & Joplin—S. 8. Bartlett, H. H. Hunnewell, F. M. 
Weld, F. G. Dexter, J. N. A. Griswold, Charles Merriam, 
F. Bartlett, N. Thayer, John A. Burnham, George H. Net- 
tleton, B. P. McDonald, C. W. Blair, O. E. Learnard. 


Lake Shore & Michigan Southern.—Mr. Nicholas Bartlett 
has been appointed Local Treasurer, with headquarters at 
Cleveland. Dwight C. Pardee has been appointed Assistant 
Treasurer, with headquarters at New York. 


Missouri Pacific.—Mr.G. A. Haggerty has been appointed 
Master Mechanic of the New Oeitens Division in po sen of 





P. Stevens, resigned. Mr. Haggerty was recently on the 
Chesapeake, Ohio & Southwestern, and has served on 
several other roads. ; 
Mr. W. E. Jones has been appointed General Claim 
Agent, in charge of settlement for damages by fire, stock 
killed and personal injuries. His jurisdiction is extended to 
cover and include the Wabash, St. Louis & Pacific Railway, 


Monson.—At the annual meeting, March 20, the follow- 
ing directors were chosen: A. W. Chapin, G. F. Jackson, 
W. H. Pullen, J. F. Sprague, Monson, Me.; H. A. Whiting, 
Nasbua, N. H.; George S. Cushing, G. A. Matthews, Lowell, 
Mass. The board elected H. A. Whiting, President ; J. F. 
Kimball, Vice-President ; George S. Cushing, Treasurer and 
General Manager. 


New York, Woodhaven d& Rockaway.—At the annual 
meeting at Far Rockaway, N. Y., March 25, the following 
directors were elected: James M. Oakley, A. P. Hatch, John 
B. Thompson, Martin Freligh, DP. D. Conover, Julius F. 
Chesebrough, D. C. Fisk, A. M. Kidder, William D. Hatch, 
Edward St. John, William A. Tompkins, E. P. Alling, C. 
B. Orcutt. 


Northern Pacific.—Mr. Charles B. Wright, of Philadel- 
phia, has been chosen a director in place of Henry Villard,re- 
signed. Mr. Wright was formerly a director and President 
of the company. 


Ohio & Mississippi.—At a meeting of the board in Cin- 
cinnati, March 22, Capt. W. W. Peabody, for a number of 
years General Manager of the road was chosen President 
also in place of W. T. MeClintick, resigned. He will con- 
tinue to act as General Manager as well as President. The 
other officers elected were: C. A. Beecher, General 
Counsel; W. M. Walton, Secretary; A. D. Donaldson, 
Assistant Secretary; C. S. Cove, Treasurer, and Robert 
Garrett, James Sloan, and J. W. Tracey, Executive Com- 
mittee. 


Pennsylvania,—At the anvual election in Philadelphia, 
March 25, the old directors were re-elected, as follows: 
Alexander Biddle, A. J. Cassatt, D. B. Cummins, Wm. L. 
Elkins, Alexander M. Fox, H. H. Houston, Wistar. Morris, 
Henry M. Phillips, George B. Roberts, N. Parker Shortridge, 
Wm. Thaw, Henry D. Welsh, John Price Wetherill. There 
were 604,919 shares represented, all of which were voted for 
these directors, except 291 which were voted for E. T. 
Parker. 

The board met March 26 and re-elected George B. Roberts 
President; Edmund Smith, First Vice-President ; Frank 
Thomson, Second Vice-President: J. N. DuBarry, Third 
Vice-President; John P. Green, Fourth Vice-President; John 
C. Sims, Jr., Secretary; John D. Taylor, Treasurer. 


Peoria, Decatur & Evansville.—The new board has re- 
elected C. R. Cummings President; George L. Bradbury, 
Vice-Presldent and General Manager; R. A. Bnnker, Treas- 
urer. 

Portland & Ogdensburg.—Thbe Court has appointed Sam- 
uel G. Anderson Receiver of this road. Mr. Anderson is 
President of the company. 


Richmond & Alleghany.—The following circular from 
the receiver is dated Richmond, Va., March 5: 

‘*Mr. H. D. Whitcomb has been appointed Chief Engineer 
of this railroad, his appointment to take effect March 15, 
1884. He will direct all works of railroad construction for 
the receivers, and have co-ordinate charge, with the Engi- 
neer of Water Power, in such matters pertaining to the 
water power as may affect the railroad or the cost of its 
maintenance. 

‘The Master Carpenter and road-masters, and employés 
under them, will observe and carry out his instructions 
pertaining to any matters under their charge, and will ask 
for his instructions in cases of difficulty or extraordinary 
repairs. Conductors of trains, and employés on the line 
generally, will observe any special instructions given by 
him.” 

St. Louis, Hannibal & Keokuk.—Receiver E. C. Case has 
issued the following circular, dated March 17: ‘* Mr. W. W. 
Driggs is hereby appointed General Freight and Ticket 
Agent, with office at Hannibal, Mo. AJl communications 
relating to these departments will te addressed to him, and 
all instructions issued from his office will be respected accord- 
ingly. Under same date the office of Assistant Freight 
Agent will be abolished. Mr. B. J. Wilson will continue in 
the position of Train Master. Mr. W. H. Ide, having re- 
signed his position as Auditor, to take effect March 15, Mr. 
Frank C. Cake is hereby appointed acting Auditor and 
Cashier, to take effect the same date.” 


Western Transit Co.—Mr. John L. Wilson has been 
chosen a directorin place of John Allen, Jr., deceased. 


Woodruff Sleeping & Parlor Coach Co,—At the anuual 
meeting in Philadelphia, March 1%, the following directors 
were chosen: James J. Donnell, Job H. Jackson, Wm. G. 
Jobnston, Wilson McCandless, J. M. McClintock, E. Poul- 
son, Charles I. Travelli, E. J. Unger, Henry Whelen. The 
board elected Job H. Jackson, President ; Wm. G. John- 
ston, Vice-President; J. C. Paul, General Manager ; 
Augustus Trump, Secretary and Treasurer, 





“PERSONAL. 


—Mr. L. Packard has, it is said, resigned his position as 
Master Car-Builder of the Baltimore & Ohio road, after long 
service on the road. 


—Mr. W. T. McClintick has resigned his position as Presi- 
dent of the Ohio & Mississippi Railroad Co. He remains a 
director of the company. 


—It is reported that Mr. John McLeod has tendered his 
resignation as General Superintendent of the Louisville, 
New Albany and Chicago road. 


—Mr. L. A. Catlin, fora number of years Secretary of 
the Illinois Central Railroad Co., has resigned that position, 
and will retire from business altogether. 


—Mr. Samuel Babcock has resigned his position as Presi- 
dent of the Hartford & Connecticut Valley Co, He has 
been chosen President of the Middletown (Conn.) Savings 
Bank. 


—Mr. C. 8. Gleed, for a number of years connected _ with 
the Atchison, Topeka & Santa Fe road at Topeka, Kan., 
has become editor of the Denver (Col.) Tribune, and will 
have entire charge of that paper. 


—Mr. Charles Howard has resigned bis position as Re- 
ceiver of the Danville, Olney & Ohio River road. Itis un- 
derstood that the bondholders’ committee has withdrawn all 
expressions of dissatisfaction with Mr. Howard’s manage- 
ment of the road. 


—Mr. Abraham Klohs has resigned his position as Super- 
intendent and Master Mechanic of the Ogdensburg & Lake 
Champlain road, to take effect June 1 next. His resigna- 
tion is tendered on account of his advancedage. Mr. Kiohs 
has served faithfully and with much credit on this road for 
a number of years. 





—Mr. J. F. Barnard, General Superintendent of the Kan- 
sas City, St. Joseph & Council Bluffs road, had a narrow 
escape recently, two shots having beer fired through a win- 
dow of his private car, by two men who had evidently been 
waiting for it to pass. The men were not caught, and their 
motive for the attempt on Mr. Barnard’s life is unknown. 


—Mr. John Jay Cisco, who died in New York March 23, 
was born in that city in 1806. He was for many years in 
business as a merchant, being very successful in that pur- 
suit. Prom 1852 to 1862 he served as Assistant Treasurer 
in charge of the United States sub-treasury in New York, 
and in 1864 he established himself in business as a banker, 
forming the house of John J. Cisco & Co., which is still in 
act've business. Asa banker Mr. Cisco had extensive deal- 
ings with railroad companies, placing large amounts of 
bonds for the Union Pacific, the Louisville & Nashville, the 
Houston & Texas Central and other roads, and acting 
as financial agent for a number of companies. Mr. Cisco 
was the first Treasurer of the Union Pacific Co., and was 
for a number of yearsa director of the Houston & Texas 
Central. He was well known in railroad and business cir- 
cles, and leaves a considerable fortune. 


—Mr. E. P. Vining, notwithstanding the hard work which 
he has done for the Union Pacific and the Western Trunk 
Lives Association, has found some time to devote to the 
study of an abstruse subject. The Chicago Inter-Ocean 
says: ‘* Mr. E. P. Vining, Commissioner of the Western 
Trunk Lines Association, will soon publish a volume, the 
object of which is to absolutely demoustrate the discovery 
of America in the fifth century by the Chinese. Such a 
book will be read with the greatest interest, for it will 
prove one of the most splendid achievements of American 
scholarship , while itwill arouse the attention of all literary 
and scientific people. The Current of the present week de- 
votes considerable space to a review of the manuscript vol- 
ume. Mr. Vining has brought into direct use 250 books, has 
examined fully 500, and has found it necessary to familiar- 
ize himself with fifteen languages that he might make origi- 
nal translations. Among the tongues he conquered was the 
Chinese, an incidental matter, but a herculean task all the 
same. 


—Mr. Henry C. Lord, who died in Cincinnati, March 23, 
was born at Amherst, Mass., in 1825. He graduated from 
Dartmouth College, of which his father was Presldent for 
many years, and studied law in Boston, but removed to 
Cincinnati in 1847, and had ever since lived there. He was 
successful in the practice of law, and about 1857 was 
chosen President of the Indianapolis & Cincinnati Co., 
whose rvad then extended from Lawrenceburg to In- 
dianapolis, Under his management an entrance to 
Cincinnati was secured over the Ohio & Mississippi. 
In 1863 be secured a majority of the stock of the old White- 
water Canal from Harrison to Cincinnati, and after great 
litigation, in which suck eminent counsel as Wm. H. Evarts 
and Rufus Choate were engaged, finally established the prin - 
ciple that the grant for transportation purposes included a 
railroad, He then built hisroad in the bed of the canal froma 
point near Lawrenceburg the present line, thereby securing 
an entry in the heart of the city at Plum street, such as no 
railroad company had ever secured into a city before, and 
this at a trifling expense. He next leased the Indianapolis 
& LaFayette road, consolidating it with the Indian- 
apolis & Cincinnati. Subsequently he built the White- 
water Valley road from Valley Junction to Cam- 
bridge City, connecting there with the Pan Handle system. 
He next built the Cincinnati & Martinsville road, All ex- 
cept the Whitewater Valley road belong to the present 
Cincinnati, Indianapolis, St. Louis & Chicago Co. Mr. Lord 
was subsequently connected with the St. Louis, Alton & 
Terre Haute and the Terre Haute & Cincinnati, and in 1873 
he planned and organized the Belt Railroad system of 
Indianapolis, and was President of the company. Since 
1874 he has spent most of his time in literary pur- 
suits. He wrote a great deal on capital and labor, 
with a view of harmonizing their interests, and 
his views were always clear, lucid and ably expressed. 
During the strikes of 1877 his articles attracted great at- 
tention. Mr. Lord had a wide acquaintance among rail- 
road men, and was highly esteemed. In 1878 he was 
elected to the Ohio State Senate and served one term, but, 
although he was always much interested in public affairs, 
he was not an active politician and never held any other 
office. He leaves a widow, one daughter and two sons, one 
of whom is a professor in the Ohio State University. 





TRAFFIC AND EARNINGS. 

Hoosac Tunnel Line. 
The following circular from General Manager Wm. E. 
Everest, of this fast freight line, is dated Buffalo, N. Y., 
March 1 : 


‘*Below please find numbers and initials of cars in this 
line (both numbers inclusive): 


BONCON EE TERING aos 5 cs kos ccidenes saeeus 7. i 1 to 25 
ME UR hicice scl <s sce ceceneee L. 501 to 525 
Boston, Barre & Gardner.......... ...+ L. 60L to 620 
Providence & Worcester ............ ... L. 71 to 730 
ee ee ee L. *801 to *930 
Troy & Baston..... .. ... L. 931 to 955 


OT Ae OB ca cika id eaccnncue 
Fitchburg R. R. (refrigerators) 
Fitchburg R. R. - : 
Fitchburg R. R. - 

Fitchburg R. R. (flats) ..... 


L. 1001 to 1200 
L. *1500 to *1599 
. *1600 to *1780 
L. *2001 to *2400 
_ 2401 to 2450 











Grand Trunk R’y (Great Western Div.). H 2501 to 2657 
Vermont & Massachusetts R. R......... H. T. L 3701 to 4500 
Vermont & Massachusetts R. R......... F L 4701 to 4850 
Fitchburg R. R. (C. H. & W.) ........ . H.T.L. *5601 to *5700 
Chicago, St. Louis & Western R. R .... H. L. 8201 to 8500 


Reseeesseeeesssn 
a 


Chicago, Milwaukee & St. Paul R. R ... H. L. 27000 to 27049 

‘The mileage of all Hoosac Tunnel Line cars should be 
reported to owners direct, separate from their common or 
other line cars. 

‘*Cars marked above with a * to be reported separate from 
other cars owned by same roads. 

‘*The movement of these cars should be reported to C. W. 
C <i2m Manager the Railway Car Association, Buffalo, 


7 


Cut Rate Tickets to Kansas City. 


A dispatch from Cleveland, O., March 25, says: ‘‘It has 
been stated that Robinson, the Traveling Passenger Agent 
of the Alton road, sold a block of 1,000 tickets from Chicago 
to Kansas City at $7.25 each to a Toledoscalper last Decem- 
ber. The tickets purported to be issued by the Cleveland, 
Mount Vernon & Columbus road, and were dated Dec. 11, 
1881, form 73, being dated two years back to evade the 
pool agreement. The tickets are good, of course, and the 
Cleveland cut in rates would not have been discovered but 
for the recent theft of coupon tickets of the Mount Vernon 
road in Columbus. Receiver Walker, of the Cleveland, 
Mount Vernon & Columbus, says in reference to the above 
statement : ‘These tickets were not stolen by Bentley, the 
clerk, who recently absconded from the office of the Gen- 
eral Passenger Agent of the Cleveland, Mount Vernon & 
Delaware road, nor do the books of the Receiver show any 





record of the sale of the tickets referred to. It was a sur- 
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reptitious issue, made without the knowledge or sanction of 
myself or of General Superintendent Monsarrat, and the 
responsibility for which we are now engaged in locating.’ ” 
Railroad Earnings. 
Earnings for various periods are reported as follows: 
Two months ending Feb. 29: 
1 


Weekly reports of earnings are generally estimated i 
part, and are subject to correction by later state ments. 
Grain Movement. 
For the week ending March 15 receipts aud shipments of 
grain of all kinds at the eight reporting Northwestern mar- 
kets and receipts at the seven Atlantic ports have been, in 
bushels, for the past eight years: 


Northwestern Northwestern Atlantic 

Year. receipts shipments. receipts. 

DE sbeks kgheahees akub ee 1,290,556 670,822 1,450.625 

1878 : 2.728,322 1,830,874 4,041,054 

376 deren 2,811,876 2,371,995 4,624,474 
4,302,860 3,694,550 4,737, 

640,937 2,549, 4,122,442 


; 968,778 2234942 1,116,052 
° wh .6,023.365 3,654,311 4,447,651 
MG eva. Seka hodk Wedeennnee 4,902,106 3,359,514 2,047,942 

Thus the receipts of the Northwestern markets for the 
week this year, though 1,121,000 bushels less than in the 
corresponding week of last year, were larger than in any 
previous year. They were also 196,000 bushels more than 
in the previous week of this year. The receipts were espe- 
cially large at St. Louis—larger than for 51 weeks previous- 
ly. The Peoria receipts were the smallest for four weeks. 

The shipments of these markets were 295,000 bushels less 
than in the corresponding week of last year, and less also 
than in 1880, but larger than in any other year, 661,500 
bushels more than in the previous week of this year, and 
the largest since lake navigation closed. In two days of 
this week the 20 cent rate was in force, and the large and 
sudden increase indicates that it, or irregular reductions 
made earlier in the week, had considerable effect. For five 
weeks previously the shipments bad been nearly stationary. 
In the last week 319,543 bushels, or 914 per cent. of the 
whole, went down the Mississippi. 

The receipts of the Atlantic ports for the week were 
$2,400,000 bushels (58 per cent.) less than in the correspond- 
ing week of last year, and but about half as great as in any 
of the four years from 1878 to 1881, though nearly twice as 
great as in 1882. They were, however, 326,000 bushels 
more than in the previous week of this year, and with three 
exceptigns were the largest this year. At New York the 
receipt¢ were the largest since January. 

The movement is now in corn chiefly, which formed 60 
per cent. of the Northwestern receipts and 56 per cent. of 
the Atlantic receipts of this week to March 15. Wheat, of 
which alone there is a great stock in Western elevators, 
formed but 13%{ per cent. of the Northwestern and 1714 per 
cent. of the Atlantic receipts. At St. Louis and the Western 
lake ports 21,857,000 bushels of wheat were in store March 
15, and 11,625,000 bushels of corn. At the rate of the shi 
ments of the last week, it would take 53 weeks to move all 
this wheat, but only 51g weeks to move all the corn. 

The exports of this week to March 15 from Atlantic ports 
five successive years have been; 

1880. 1881. 1882. 1883. 1884. 
Flour, bbls. 95,831 174,133 147,582 117,495 148,068 
Grain, bus.. 4,296,276 4,272,276 1,500,227 3,374,348 1,561,846 

The exports were a trifle greater than in 1882, but very 

much less than in any of the other years. 
Cotton. 


Cotton movement for the week ending March 21 is reported 
as follows in bales: 





Interior markets ; 1884. 1883. Inc.orDec. P.c. 
Receipts..... hive 38,155 57,308 D. 19,153 33.6 
Shipments............. 61,760 74.535 . 12,771 17.0 
Stock, March 21...... 160,809 279,946 D.119,137 42.5 

Seaports: 
ee re 42.635 105,062 D. 62,427 59.4 
Exports............0+0. 75,236 194,863 D. 119,627 61.3 
Stock, March 21...... 788,889 884,904 D. 96,015 10.8 


The Commercial and Financial Chronicle gives the 
otal movement for the cotton year (from Sept. 1) to March 


21 at 5,291,282 bales, a decrease of 941,518 bales, or 15.1 
per cent. from last year. 


Petroleum. 


The production of the Pennsylvania and New York oil 
fields for February is given as follows by Stowell’s Petro- 
leum Reporter, in barrels of 42 gallons: 


884. 1883. Inc. or Dee. P.c 
Ala.Gt Southern, $169181 $167.06 TL” $2135 1-7 | production 1,880,650 1,796,188 I" fo4.402 7 
Yentral Pac'fic... 2.967, 3,213, A 246, A a "imap 6 sonny mo 407 . 
Gina Set SCR ai: oapam eae f. Sade 8 
2 APM 304,033 332,038 D. 28,005 8.4 Producin wells in, Son sae 20930 — 17,220 L 3680 213 
Cin.,N. O.&T.P. 342,581 339,847 I. 27 8.0 Align “capa aa au E ww t. wl. 
Des M. & Ft. D... 43,699 41,592 I. 12,107 29.3 The production was exceeded in four months of 1883 and 
Eastern ...... . + 521,370 518,464 I. 2,916 0.6]in eleven months of 1882. Of the total output the Alle- 
E.Ten, Va. & G. 630.270 635.763 D. 5,493 _ 0.8 | cheny District in New York furnished 18.5 per cent.; the 
N. O. & Nor’east. 74,538 8,985 I. 65,553 728.4 | Bradford District in Pennsylvania 55.3; the Warren Dis- 
Norfolk & West... 438,377 391.832 I. 46,545 12.0 | 500 45.0 and the Lo Dist is 11.8 vc 
Net earnings... 171,380 152,883 I. 18.497 12.0 | trict 15.0 and the Lower District 11.2 per cent. 
Northern Cent... 808.458 986,117 D. 177.659 18.0} The shipments were exceeded in eight months of last 
Net earnings... 259.467 287.931 D. 31,464 10.9] year, in seven months of 1882, and in seven montbs of 

Ld meng & ~_ 3 86,239 96,296 D. 10,057 10.5 | 1881. 

Vicks.. Shreve. & The stock re i ines. in- 
pence pli 30,212 21,617 1. 8,595 39.5 | creased during the monte by 157,889 barrel whivh my 
Month of January: i b excess of production over the shipments for the month. 

= yl ly a ae eS was am increase during the month of 174 produc- 

Dan. Norwalk. 12.199 oe 6 Same G7] RS wee Pelee wave Ce Som Seno commented, wat 30 

Eliz., Lex. & B. 8. 47,388 47,893 D. 505  1.1| dry holes, or failnres to reach oil are reported. At the 
Net earnings... 3,506 1,985 IL. 1,521 76.2 close of the month there were 273 new wells in process of 

Minn. & St. L. ... 133.428 83,459 L. 9,969 59.9 | drilling, and 173 new rigs building. 

N Y.,L.Erie,&W. 1,567,211 1,524,869 1. 42,342 2.8] Shipments for the month were as follows : 

Net earnings ... 85,773 304.577 D. 218.804 71.7 i 
Oregon & Cal.... TS AGS 82.4 Dz. 6, 8.4 a Borrels. of total. 
Month of February: OW DORE bias 0550 ccusasdvosvbagdaves 465,460 32.8 

Ala. Gt. Southern. $85,057 $82,451 I. $2,606 3.2 | Philadelphia........ ......c0-005 cere 242,580 14.1 
Central Pacific... 1,384,000 1,465,952 D. $1,952 5.6 | Baltimore..... .....co0-s Jena eaawiie 30,908 1.8 
Cin., Ind., St. L. & RE eae ee oe oe 11,310 0.6 

Rear 112,251 156,956 D. 44,705 28.5 Cleveland bad pobwh ns pebsnwsneae aah 361,387 21.0 
Cin., N. O. & T. P. 160,317 154,127 IL. 6,190 aa ar ae 77365 4.5 
Des M. & Ft. D... 27.215 21,573 I. 5,642 26.1 | Down the Ohio... ... ...........6 e+e 3,506 0.2 

Eastern. ... .... 277 O13 271.430 I. 6 483 Be I I i civcccsiesd<. setascensavias 269,964 15.7 

E. Ten., Va. & G. 320.391 312,522 1. 7,869 2.5 | Refined at Creek refineries....... .... 160,781 9.3 
Net earnings... 114.795 90.348 I. 24.452 27.1 — —— — 

= c. ra oo aan sonaee . poy = er ee 1,723,261 100.0 

* Norfolk & West... 225,357 1,845 I. 015 . Of the shipments reported from the wells 447,041 barrels 
Net earnings... 88,008 74,999 I. 13,009 17.0 P ~a 6 ’ 

Northern Cent... 396.613 486,865 D. 88,252 18.1 pod op mend _ by rail, and 1,276,220 barrels (74 per 
Net earnings... 119,6 129,712 q 10.03 7 ve) e. P P 

Vicksburg & Mer. 42,804 44.911 D, 2.107 4.7 Shipments of oil refined at Creek refineries (reduced to its 

Vicks , Shreve. & 7 — in crude) were: New York, 50,905; Philadelphia, 
PE ansctssns 14.757 9.633 L. 5,124 13.3/618:; Baltimore, 3,323; Boston, 54,100; local points, 
Second week in March: 51,835; total, 160,781 barrels. 

Bur., C. R & No. $51 591 $57,509 D. $5.918 10.3] The Reporter says of the general condition of the market: 

Chi. & East. lll... 27,139 31,128 D. 3,989 129] ‘During the month of February there were no marked or 
as wy gal ayn a >. pn “7 unusual features to be found in the course of the petroleum 
ak. Sano ao, 23,068 30/388 D. 7,320 24.4 | trade, The attention of the trade during the month has been 

Eliz.. Lex. & B.S. 12.776 12.219 I. 537. +~=«-4.6 | p“incipally confined to the Balltown and Cooper districts, 

Fiorida Ry. & N. 19,370 16.733 I. 2,637 15.8] the latter embracing the new Henry’s Mill district. The new 

Peoria, Dec. & E. 16,996 14,375 1. 2.621 18.6] wells in all of these fields, however, have not showed them- 
Third week in March: selves in any wise different from those previously brought 

Canadian Pacific. $62,000 $66,000 D. $4,000 6.1])in. Commencing with quite a gush, they fail to bold up 
No. Pacific. ..... 200,000 146,600 I. 53,400 (36.3) their first production for any length of time, dwindling 
Roch, & Pitts... . 17,858 6,111 I. 11.747 192.6 | rapidly to small producers of from 5 to 20 barrels. The 
Chi., Mil. & St. P. 422,000 495,037 D. 73,037 14.7 u l f th ’s Mill indeed hi ; 
Chi. & Northwest. 407,300 475,000 D. 7.700 14.9] 00W wells cf the Henrys Mills tract are, indeed, showing 
hi & ~ ” hat better, the production of the 19 wells of the 
Chi., St. Paul, M. somew y . p 
& Omeha.... .. 111.400 101.100 I. 10,300 10.2] district being placed at 3,000 barrels, an average of 150 
Louisv. & Nash. 268.980 258,236 I. 10,744 42]barrels per day. The indications of greater activity in 
ty > 4 &W.. ‘ os Ril 4 i. = Vy operations will be found in the well account, which shows 
ni. eee 7,225 922: a 295 2 j i H 
StL & Sen... 94500 80.200 I. 14.300 179}22 increase of 174 producing wells, as against 150 lest 


month. Further down we find that the average daily 
production of the new wells has risen from 13% barrels to 
16 barrels. * i 

“Tt will be seen that the increase in stock, which com- 
menced last December, still continues, and that daily aver- 
age is much increased over last month. Add to this the 
extensive developments in Europe, which only recently have 
been fully appreciated, and the influence which these must 
have on shipments, and the weight pressing down on the 
market is seen to be heavy indeed. Itis true that produc- 
tion, on account of the poor staying qualities of the wells, 
which are now makiug the increase, may fall off again; but 
other influences which of late have been much stronger than 


406 | the field news, however encouraging or discouraging, still 


prevail, and it does not seem probable that the trade can 
escape their influence soon.” 


Coal. 
Coal tonnages for the week ending March 15 are reported 
as follows : 
1884, 1883. Inc. or Dee. P.c. 
Anthracite........ ...... 439,487 462,298 D. 22,811 4.9 
Eastern bituminous ..... 168,295 155,517 I. 12,778 8.2 
CO ae 53,797 50,161 IL 3,636 7.2 


The spring price lists of the anthracite companies have 
generally been issued, showing nominally a small advance 
in prices. The question of further restriction of output is 
under consideration, it is said, but no agreement has been 
reached. At present the market is dull. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending March 15 was: 











Coal. Coke. Total. 

Line of road ......... .. 135,180 48,132 183,312 
From other lines . ... 57,401 5,665 63,066 
TE, ci iiecciacaiaeeasehenseial 192 581 53,797 246,378 


The total tonnage this year to March 15 was 2,531,283 
tons, against 2,536,534 tons to the corresponding date in 
1883, a decrease of 5,251 tons, or 0.2 per cent. 

Cumberland coal shipments for fhe week ending March 
22 were 49,022 tons. The total shig ments this year to 
March 22 were 393,349 tons, against 403,051 tons to the 
corresponding date last year, an increase of 9,702 tons, or 
2.4 per cent. 

Immigrant Freight Rates. 


By the rate-sheet, which took effect recently on the 
Northern Pacific and Eastern connections, great reductions 
are made on emigrants’ ruovables. Previously the rate from 
Chicago to Bismarck was $87, hereafter it will be $70 per 
car. From St. Paul the rate to Fargo was $40; it is now 
$35. The through rate from Chicago is $65 instead of $80. 
From Chicago to Carrington in the Devil’s Lake country 
the rate was $90 per car and is now $70. These proportions 
: ? amend are preserved to other points on the Northern 

'acific. , 
Fort Worth Passenger Business. 


The Fort Worth, (Texas), Gazette, says that Col. J. H. 
Britton, State Engineer of Texas, makes the statement that 
‘““more passengers got on and off the trains at Fort Worth 
in 24 hours than at Austin, San Antonio, Dallas, Houston 
and Galveston combined.” 


Northwestern Traffic Association. 

Adispatch from Chicago, March 21, says: ‘The general 
managers of the northwestern roads met to-day and signe 
the pooling agreement entered into Wednesday. It was 
decided to continue the name of the Northwestern Traffic 
Association for the new pool. George L. Carman was 
elected Commissioner, and George M. Bogue Arbitrator. 
The percentages are to be fixed by Arbitrator Bogue, and 
the various roads are preparing arguments as to the amount 
of business they are capable of handling. The pool will go 
into effect April i, but Arbitrator Bogue may not be ready 
by that time to announce his award. In any case, the per- 





centages will 'date back to April 1. The general freight 
agents met this afternoon and agreed upon a schedule of 
rates to go into effect April 1. The general managers and 
general freight agents will meet again next Friday, to make 
arrangements in regard to the percentages and dispose of 
other unfinished business.” 


Coal Rates in Illinois. 


Complaints against the St. Louis, Alton & Terre Haute 
company have been filed with the Illinois Railroad Com- 
missioners by a number of coal miners in and about Belle- 
ville, charging unjust discrimination. The basis of the com- 
plaint is that the company has been hauling coul from White 
Oak to East St. Louis, a distance of 39 miles, charging the 
same rate that it did to haul coal from 10 to 18 miles. Com- 
plainants also say that they have information showing that 
the road has for a long time been hauling coal from 40 to 50 
miles at 14, cents per bushel, which is only one-half the rate 
charged for like service for a haul of 18 miles, and in conse- 
quence of the pooling agreement between the various 
railroad companies running into East St. Louis the company 
has failed to correct these abuses, and this action of the 
road is seriously injuring their business. Complainants also 
represent that the maximum rates fixed by the Railroad 
Commission are too high, and sey that if any of the roads 
hauling coal to East St. Louis are willing to carry it 40 
miles and more for 114 cents per bushel no company should 
be permitted to carry it at 2‘¢ cents per bushel for a shorter 
distance. A hearing will be given to the complaint shortly. 


Union Pacific and Burlington Settlement. 


The couference in Boston last week between the committees 
of the Union Pacific and the Chicago, Burlington & Quincy 
resulted in an understanding that barmony should prevail 
in the relations of the two companies on the business to 
Nebraska points. An adjournmevt was taken until the 
present week, when the committee will hold another meet- 
ing, at which it is expected thata definite form will be given 
to the agreement, although it will probably take some time 
to arrange all its details. 
Southern Railway & Steamship Association. 


The Rate Committee met in Atlanta, March 19, and con- 
tinued for three days. The time was principally occupied 
in the discussion of the existing troubles, both south and 
north of the Ohio. A motion was finally adopted making 
the rate between New York and Atlanta 50 cents per 100 
los. for first-class ; rates to other points were adjusted on 
the same basis. 

A meeting of the Executive Committee was called, to be 
held in New York March 27, to consider the present condi- 
tion of business and the demoralization of rates, and also to 
consider questions submitted from the Rate Committee. The 
Rate Committee will bold another meeting immediately 
after the adjournment of the Execative Committee. 

The resolution passed by the Rate Committee at the 
meeting is as follows : 

** Resolved, That rates from New York, Boston and Phila- 
delphia to Augusta, Atlanta, Rome, Macon, Athens, Dalton, 
Gainesville, Elberton, Washington, Milledgeville and 
Columbia be made as follows, taking effect Monday, March 
24, 1884: 

: 38 @4 8 @ & ®.0 2:4 2.422 
50 45 40 35 SO 25 18 22 17 17 25 34 76 30 

“ Rates to Montgomery, Selma and Chattanooga to be 
named by General Commissioner. 

“The above rates to remain in force until Chattanooga, 
Birmingham, Selma, Montgomery and Nashville rates are 
maintained on basis of at least 85 cents first class for 
Chattanooga. 

‘* Rates from Baltimore to be less than New York, etc., on 
first three classes, 5 cents, all other classes 2 cents. 

* Rates from Richmond, Norfolk and group to be less 
than Baltimore, 5 cents on first three classes and 8 cents/all 
other classes. 

** Rates from Charleston, Savannah and group to be less 
than Richmond, on first three classes 5 cents, all other 
classes 8 cents. 

‘* When rates to Chattanooga and other points mentioned 
are made and maintained on basis of at least 85 cents for 
first class the General Commissioner is hereby authorized to 
enforce at once rates to Augusta, Atlanta, and other asso- 
ciation points on the basis fixed for eastern rates at the 23d 
session of Rate Committee, and on western rates on basis 
fixed at 22d session of Rate Committee, with such amend- 
ments as may have been agreed upon by the Rate Com- 
mittee since the adoption of the basis of the 22d and 23d 
sessions. The General Commissioner is requested to call 
a meeting of the Rate Committee at the earliest practicable 
day after restoration to Chattanooga rates is an accom- 
plished fact. Rates from the western points to Atlanta, 
Augusta, etc., to be adjusted on the usual basis.” 

On March 22, however, General Commissioner Powers 
issued the following circular to all members of the associa- 
tion: 

** Have just received telegram from Albert Fink, Commis- 
sioner trunk lines, that it has been agreed by all parties to 
restore rates on Monday morning, 24th instant, to same 
figures before the break, to all Soutbern points. This is 
therefore to notify you that rates of March 3, associaticn 
circular letter No. 33, to Chattanooga, Montgomery, Selma, 
or Atlanta and all other points named therein, must be 
strictly maintained and enforced by all lines.” 


Globe Line. 


The Globe (fast freight) Line has been organized to do bust- 
ness between New York and Chicago. It will work over 
the New York, West Store & Buffalo, the Buffalo, New 
York & Philadelphia, the Pittsburgh, Cleveland, Toledo, 
and the Baltimore & Obio roads. It will also reach Boston 
by the Boston, Hoosac: Tunnel & Western and the Fitchburg 
roads. The new line will begin business as soon as the nec- 
essary arrangements can be completed. 
Rates. 

Notice has been given of the usual balf-yearly change in 
lumber rates from the West to the seaboard, April 1, when 
the basis will be 30 cents per 100 lbs. from Chicago to New 
York, a reduction of 5 cents. Staves, stave-bolts, heading 
shooks, hoops and hoop-poles take a rate 5 cents lower. 

There was another reduction in east-bound rates last 
Friday, the 21st, to the basis of 15 cents per 100 Ibs. from 
Chicago to New York for grain and flour (eighth class), 
with the usual differences for provisiors. This is the lowest 
rate ever made regularly. It was given on the demand of 
President Roberts, according to the rules of the Joint Ex- 
ecutive Committee that when there has been cutting there 


| may be an immediate general reduction to the level of the 


lowest cut rate. 








RAILROAD LAW. 


Damages for Overflowing Land. 

In the case of Brown against the Chicago & Alton Co., 
the Missouri Supreme Court holds as follows: 1. Inan 
action against a railroad for negligently flowing the plain- 
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tiff’s land, by reason of a negligently constructed dam, the 
defendant is not responsible for any extraordinary overflow 
caused by heavy rains, when his dam is ordinarily suffi- 
cient. 2. Tbe measure of damages is not the difference 
between value of the land before and after the overflow; 
only the actual damage can be recovered. 3. When special 
damages are alleged in the petition only those can be re- 
covered. 4. The injury to plaintiff’: health, if alleged, is a 
proper matter for consideration in assessing damages. 


Iowa Railroad Law. 


A dispatch from Des Moines, la., March 26, says: The 
Senate this afternoon unanimously passed the House bill 
increasing the powers of the Railroad Commission. It is in 
substance as follows : The courts shall have jurisdiction to 
enforce by proper decrees, injunctions, and orders, the 
rulings, orders, and regulations affecting public rights 
made by the Railroad Commissioners for the future direc- 
tion and observance of railroads in this state. The proceed- 
ings, therefore, shall be in the name of the state, and 
shall be instituted by the Attorney-General whenever 
advised by the board that any railroad corporation 
operating a road in this state is violating or 
refusing to comply with any rule, order, or regulation made 
by such Board of Railroad Commissiouers, applicable to 
such railroad. It shall be the duty of the court to require 
the issues to be made up at the first term to which the cause 
is brought, which shall be the trial term, and to give the 
same precedence over other civil business. If the court 
shall find that such rule, regulation, or order is reasonable, 
just, and, in refusing compliance therewith, said railroad 
company is failing in the performance of any public duty, the 
court shall decree an injunction compelling obedience 
to such rule, order, or regulation by said railroad company, 
its officers, agents, servants and employé:, and may grant 
other relief. All violations shall render the company’s 
officers, agents, servants and employés guilty of contempt, 
and the court may punish such contempt by fiae, 
and may imprison the person guilty of contempt. 
Such decree shall continue until the rule, order or regulation 
shall be modified or vacated by the Board of Railroad Com 
missioners. 








OLD AND NEW ROADS. 


Addison & Northern Pennsylvania.—This company 
is getting out lumber for bridges, trestles and making other 
preparations to resume work on the extension of the road 
into Potter County, Pa. A force will be puton the grading 
of this extension as soon as the weather permits. 


Asheville & Spartanburg.—It is reported that this 
company is to be consolidated with the Western North Caro- 
lina, and that the connection with that line at Asheville 
will be completed at once. The road, which is now con- 
trolled by the Richmond & West Point Terminal Co., ex- 
tends from Spartanburg, S. C., to Hendersonville, N. C., 
49 miles, and the extension from Hendersonville to Ashe- 
ville, 20 miles, was graded some time ago. 


Baltimore & Ohio.—In Philadelphia, March 21, the 
City Solicitor filed a bill in equity to restrain this company 
from bailding its line into the city of Philadelphia on the 
route proposed. The bill charges that the Schuylkill East 
Side Co., under whose charter the proposed line is to be 
built, has no authority to occupy a public street without 
permission from the City Council, and that such permission 
has been refused. It also charges that the proposed cross- 
ing at Gray’s Ferry will be a dangerous nuisance and an 
obstruction to travel. 


Boston & Lowell.—The Boston Traveller of March 25 
says: ‘* An opinion has just been rendered by Judge Nelson 
of the United States Circuit Court in the case of the Nashua 
& Lowell Co. et al. vs. the Boston & Lowell Co. et al. The 
bill sets forth in substance, that for the term of 20 years 
from and after Oct. 1, 1858, the Nashua & Lowell Railroad 
and Boston & Lowell Railroad were operated jointly under 
a pooling contract, by the terms of which both roads were 
to be placed under the control and management ofa joint 
agent to be —— by the‘ directors of the two corpo- 
rations, and the joint earnings and expenses were to be 
shared in the proportion of 31 per cent. of the whole 
to the plaintiff and 69 per cent. to the defendant 
corporation, the division to be made on the first days of 
April and October in each year ; that the defendant Hos- 
ford was appointed, and acted as the joint agent under the 
contract from April, 1875, until the expiration of the con- 
tract; that the defe dant Bartlett was also the Treasurer of 
the defendant corporation, was appointed and acted as 
cashier of the joint funds ; that Hostford, while agent, had, 
in violation of the contract and without authority, paid 
over to the defendant corporation from the joint earnings 
large sums of money, amounting as alleged to $208,086, 
being 31 per cent. of the ioterest reckoned at 7 per cent. 
a year, from 1872 to 1878, on the entire outlay of the defend- 
ant corporation in the erection of new passenger stations in 
Boston and Winchester, in building the Mystic River Branch, 
and in purchasing certain sbaresof the Salem & Lowell and 
Lowell & Lawrence railroads(after deducting dividends on the 
shares), the whole of which expenditure was by the terms 
of the contract to be borne solely by the defendant corpora- 
tion; that Bartlett, at the termination of the contract in 
1878, had in his possession, as cashier, the sum of $60,000 
of the joint funds, the 31 per cent. of which belonged, 
under the contract, to the plaintiffs; and that acting under 
the direction of the defendant corporation, he had refused 
to pay the plaintiffs their share thereof, but had either re- 
tained such share in his own hands or had paid it over to 
the defendant corporation. - 

‘The Boston & Lowell Railroad Co. and Bartlett have 
demurred to the bill, assigning various grounds of de- 
murrer. ‘ 

‘*By the familiar rules governing courts of equity, the 
plaintiffs are clearly entitled to equitable relief upon the 
case stated in the bill. 

‘The joint earnings of the roads constituted a trust fund 
in the hands of the joint agent, to be beld by him asa trus- 
tee for the benefit of the two corporations, and to be applied 
by him in the manner specified in the contract. A failure 
on his part to perform this duty rendered him liable to ac- 
count to the party aggrieved. _ If, through the mistaken or 
wrongful act of the agent, the Boston & Lowell road has re- 
ceived a larger share of the net earnings than belonged to it 
under the contract, the plaintiff is at liberty to follow the 
fund into the hands of the defendant corporation and com- 
pel its restitution. If, as the defendants argue, the pooling 
contract was not within the corporate powers of the parties 
to it, that can afford no defense to the Boston & Lowell road 
when called upon to restore to the plaintiffs the sums re- 
ceived in excess of its due share. 

** As the contract has been fully executed and the defend 
ant road has availed itself of all the benefits to be derived 
from it, that corporation is now estopped to deny its 
validity. Still less can the agents of the parties set up a 
a of this character which is not open to their princi- 


als. 
Pm The bill preg that the defendant corpovstion may 
answer by its President, J. G, Abbott. This must be 
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regarded as mere surplusage, and not as ground of demurrer. 
The plaintiffs are entitled to the answer ot the corporation, 
but have no right to require that it shall answer by its presi- 
dent. Demurrer overruled.” 


Cahaba Coal Mining Co.—This company has recently 
completed a railroad 9 miles in length from its mines at 
Cahaba, Ala., to the South & North Alabama road. The 
road has been solidly built and is intended to carry heavy 
trains. 


California Railroad Taxation.—An extra session of 
the California Legislature began March 24. It was called 
by the Governor for the following purposes: 

“To propose an amendment to the constitution of the 
state by which the Railroad Commission as now existing 
shali be abolished, and in lieu thereof a railroad commission, 
to be composed of three commissioners, shall be created. 

“To enact all laws necessary for the assessment to and 
collection from all railroad corporations or companies doing 
business in this state of income taxes. 

“To amend or appeal any or all existing laws relative to 
revenue, and to enact new laws relative to the same. 

‘To propose and submit to the people of the state of Cal- 
ifornja an amendment to the constitution of the state to the 
end tbat all property belonging to railroad corporations 
may and shall be assessed by the State Board of Equaliza- 
tion in the same manner as property belonging to individuals 
is now assessed by local assessors; and that mortgages and 
deeds of trust, contracts or other obligations by which a 
debt is secured, covering the property of railroad corpora 
tions, shall, for the purpose of assessment and taxation, 
be deemed and treated as an interest in the property af- 
fected thereby. 

‘**'lo enact Jaws providing that the property of railroad 
corporations or companies may and shall be sold for pay- 
ment of delinquent taxes in the same manner as the prop- 
erty|of private persons is sold under the same circumstances. 

‘** To enact a law declaring that the people of the state of 
California have not authorized aud do not ratify any com- 
promise nor any judgment heretofore rendered by consent 
in any action or proceeding for the collection of revenue by 
which a less amount is or has been received or -recovered 
than the sum due by law or claimed in the complaint in the 
action. 

* To propose and submit to the people of the state of Cal- 
ifornia an amendment to the constitution fixing a maximum 
rate of charges for the transportation of passengers and 
freight on all railroad lines in the state, and for that pur- 
pose to classify railroad lines according to length, gauge or 
income. 

‘* To enact laws for the prevention of and punishment for 
discrimination and for the reform of abuses in railroad 
transportation.” 


Canada Southern.—The agents of this company, 
Messrs. Taylor, Carolin & Cox, of New York, have com- 
pleted negotiations with a syndicate of bankers, who agree 
to take $2,000,000 of the company’s 5 per cent. second- 
mortgage bonds, and have also an option on $2,500,000 
more. These bonds are part of the issue of $6,000,000, 
which was authorized under the contract with the Michigan 
Central, to pay for the second tracks and other improve- 
ments on the road. The cvumpany disposed of $1,000,000 
some time ago. The present sale has been made at a price 
of about 5 per cent. above the former one. The syndicate 
includes Messrs. Hallgarten & Co., Kuhn, Loeb & Co., L. 
Von Hoffman & Co., Speyer & Co. and Blake Brothers & 
Co. 

Canadian Pacific.—The contract for the rock work on 
the Mountain Division of this road through the Kicking Horse 
Pass of the Rocky Mountains has been let to Brady & Hub- 
bell, whose contract will amount to $1,000,000. Other con- 
tracts for the grading of this division have been let amount- 
ing in the aggregate to about $500,000 more. 


Chesapeake & Ohio.—This company makes the fol- 
lowing statement for January, the first month of the fiscal 
year: 








1884. 1883. Inc. or Dec. P.c. 

LS SRR rere $280,671 $251,970 I. $28,651 11.4 
Expenses.... ... ..... 215,011 211,715 I. 3,296 1.6 
Net earaings. .... $65,610 $40,255 I. $25,355 62.9 
P.c. of expenses...... 76.6 84.0 Dz. TA Poe 


The indications are that the gain in earnings must have 
been largely from local traffi:,as the company’s western 
line shows a decrease in gross earnings. The statement for 
that line, the Elizabethtown, Lexingion & Big Sandy, is as 
follows : 


1884. 1883. In. or Dee. P.c. 

Earnings... . ..... $47,368 $47,893 D. La 

kxpenses.... 43,882 45.908 dD. 4.4 

Net earnings.... $3 506 $1,985 I. 76.2 
Per cent. of exps. 92.6 95.8 Dz. 





The gain in net earnings on this line was entirely due to 
the reduction in working expenses. 


Chicago & Alton.—In Chicago, March 25, the old suit 
of this company against Samuel J. Tilden, Louis H. Meyer, 
and Adrian Iselin was finally disposed of in a decree en- 
tered in the United States Circuit Court. The defendants 
are the survivors of six persons who were appointed trus- 
tees in January, 1860, under an agreement made between 
certain bondholders and creditors of the Chicago & Missis- 
sippi and the Chicago & Alton companies. The question 
was referred some time ago to ex-Judge James Emott of 
New York, with the agreement that his report and findings 
were to beconclusive. His report, on which this fiva! de 
cree was based, finds that the trustees, more particu- 
ularly Messrs. Tilden and Meyer, in the discharge of their 
duties rendered valuable services for whicb they were enti- 
tled to compensation. It further holds that the trustees 
were barred on account of the lapse of time from claiming 
compensation for services covered by the bonds intrusted 
to them. They were, however, entitled to $4,089 each for 
countersigning and certifying bonds, and $500 a year each 
from 1863 to 1875, inclusive, as trustees of the sinking 
fund mortgage, with interest on claims from January, 
1876, together with a counsel fee of $3,000 and $1,200 
for clerk bire, making a total of $36,952. On this 
report a decree was entered finding that there is 
due Messrs. Tilden and Meyer $36,952 for all their 
services and that no other amount is due them. ‘They are 
te retain the $27,756 now in their hands as part payment, 
and the company is to pay them the remainder within 10 
days. The trustees are to deliver up to the company 17 
first-mortgage bonds and 26 income bonds held by them, 
aud all other papers and documents which may be in their 
possession, and are to declare in writing that all the sinking 
fund and income bonds and 17 first-mortgage bonds, and all 
coupons on the same have been canceled and the lien dis- 
charged. Lastly, the company is to give the trustees in- 
demnifying bonds in the sum of $20,000, to protect them 
against avy claims of creditors which may arise under the 
agreements of 1860 and 1862. 


Chicago & North Wisconsin.--The engineers of this 
road have completed surveys of a line from Savanna, IIl,, 
up the east side of the Mississippi to East Dubuque. The 
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line does not run through Galena, but it is said that the 
company has made an arrangement to use the Chicago & 
Northwestern track into that town. 


Chicago, St. Louis & Pittsburgh.—The Illinois com- 
pany of this name at a meeting held last week voted to rat- 
ify the agreement of consolidation with the Indiana corpora- 
tion of the same name. The necessary certificates have been 
filed and the consolidation is now complete. It is merely 
formal, as the two companies have same owrership, and 
separate organizations were necessary Only in order to-coin- 
cide with the laws of the two states. 


Chicago, St. Paul, Minneapolis & Omaha.—A let- 
ter has been addressed by Messrs. W. K. Vanderbilt and 
Chauncey M. Depew, as a committee of the board of this 
company, to Messrs. David Dows, R. P. Flower and H. H. 
Porter, asking explanations as to the issue of certain shares 
of the company, for which, it is claimed, no consideration 
was received. 

Mr. Porter replies, saying that he is willing that all acts 
of his while an officer of the company shall be fully investi- 
gated, but declining to answer the questions put by the 
committee, whose real object, he says, is to make some sen- 
sation which may affect the Rock Isiand election. 


Cleveland, Columbus, Cincinnati & Indianapo- 
lis.—The resoluti.n in relation to dividends passed at the 
recent annual meeting has been referred to a committee 
consisting of President Devereux, Vice-President Burkeand 
Mr. Wm. K. Vanderbilt. This committee will consider 
what amount is equitably due to the stockholdvrs for divi- 
dends in place of the net earnings of the road which have 
been used in improvements, and they will also consider in 
what way the dividends should be paid, whether cash, or in 
securities, or partly ineach. The report of the committee 
will be submitted to the stockholders for action. 


Cleveland, Youngstown & Pittsburgh.—In the 
suit of William T. Riggs to recover from this company the 
balance claimed on his contract for building the road, the 
New York Supreme Court has granted an injunction re- 
straining the company from removing any of its property 
now in that State. A considerable amount of bonds and 
other assets are under attachment in this suit. 


Danville, Olney & Ohio River.—The two committee 
known as the Ware and the Corbin committees, each repre- 
senting part of the bondholders, held a conference last week 
and agreed to compromise their differences. As a first step 
ull the sharp criticisms made by one side and the other have 
been withdrawn, and it was also understood that all reflec- 
tions on the management of the receiver have been witb- 
drawn, and that, in consideration of this indorsement of his 
course, he will resign. It 1s understood that the two com- 
mittees will join their forces with the intention of securing 
a sale of the property as soon as possible. The compromise 
plan of reorganization is, that as soon as possible the road 
will be sold and a new company organized. This new com- 
pany is to issue $500,000 in first mortgage 6 per cent. bonds, 
the proceeds to be used in the payment of such outstanding 
liabilities as the Court determines to be jiens upon the road 
and also to put the road ina proper condition and provide 
equipment. The present bondholders are to receive income 
bonds bearing 6 per cent. interest, non cumulative, to the 
amount of 75 per cent. of the face of the old bonds. These 
income bonds are to be secured by a second mortgage. For 
the remaining 25 per cent. of their bonds they will receive 
stock in the new company. The extension of the road to the 
Ohio River, according to the original plan, is left for future 
consideration, and its construction will, of course, depend 
upon the willingness of the owners of the road to put more 
money into the property. 


Delaware, Lackawanna & Western.—It is stated 
that this company will this spring remove the present round- 
house and repair shops on the Morris & Essex Division from 
the ground which they now occupy in Hoboken, N. J., to a 
point further back from the river and will begin on the 
prese at site of the round-bouse tbe building of a new passen- 
ger station and freight-house, a much-needed improvement, 
as the present passenger station is only a temporary shed 
and is verv much too small for the business done there. 


Eastern Extension.—A dispatch from Halifax, N. S., 
March 24, says: ‘‘ The Nova Scotia Government to-day in- 
troduced a bill respecting the Eastern Extension and Pictou 
Branch railways. It confirms the provisional transfer of 
Jav. 19, and provides for a complete transfer on payment 
by the Dominion Government of the following: First, $12,- 
000,000, with interest from Oct. 1; second, the cost and 
charges of the new rolling stock, with interest; third, the 
expenses incurred in repairing the steamer ‘Norwegian; 
fourth, the value of the stores—the interest in all cases to 
be at the rate of 614 per cent. Itis rumored that the bill 
will meet with strong opposition on its second reading.” 


East Tennessee, Virginia & Georgia.—This com- 
pany has begun work op a passenger station in Atlanta, Ga., 
which is to be a handsome building. The building will be 
112 ft. long by 18 ft. wide, with a wing at each end 25 ft. 
wide. There will be a two-story tower in the middle. The 
structure will be a frame building in the Queen Anne style, 
painted a light olive green with red trimmings. At the 
north end will be baggage aud express rooms, next the 
ladies’ waiting-room adjoining this, the gentlemen’s wait- 
ing-room, and in the centre will be the agents’ and ticket 
office. Next will come the waiting room for the colored 
people, then the kitchen and dining saloon. Work will 
also svon be begun on a new freight station of sufficient size 
to accommodate the business at that point. 

This company’s statement for the month of February is 
as follows : 











1884. 1883. Inc.orDec. P.e. 

RD caicndenis sees cod $320,891 $312,522 I. $7,869 2.4 
EXPemses.. ... 2 wccose ove 200,596 222,178 D. 16,582 7.5 
Net earnings............. $114,795 $90.344 I. $24,451 27.1 


Per cent. of expenses..... 64.2 72.1 DB: 6.9 


This shows a considerable reduction in working expenses 
this year. 

Ellendale East & West.—This company has issued 
the following circular, dated Ellendale, Dak., March 14: 

‘* A change in the corporate name being deemed advisable, 
in furtherance of the future progress of our company, it was 
decided by the stockholders, at a special meeting held to- 
day, to make such change, and on and after this date the 
corporate name of our company will be the Dakota Midiand 
Railroad Co., by which name our company will hereafter 
be known.” 


Eureka Springs.—At a meeting of the directors in St. 
Louis, March 17, a report was presented showing that the 
gross earnings for last year on the 20 miles of road worked 
were $88,249. The expenses were $22,284, leaving for the 
net earnings $65,963, enough ae the interest on $1,000,- 
000 and leave a small surplus. The business of the road bas 
been larger than was expected. The road isin good con- 
dition and a bridge over the White River 280 ft. long has 
been built. The President presented a report in favor of 
the extension of the road from Eureka Springs to Mason, in 





Boone County, Ark., a distance of 49 miles. A survey hes 
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been made on this line and a very favorable route found 
with moderate grades, and the engineers estimate that its 
cost will be $15,000 a mile, The extension passes through a 
very good country, some of it already well settled and will 
also reach a large body of hardwood lumber which is now 
without an outlet to market. Itwas resolved to begin work 
on the extension provided the money can be raised on the 
company’s first mortgage bonds, 


Fitchburg.—The Boston Advertiser of March 26 says: 
“The Fitchburg Railroad Co. has, it is authoritatively re- 
ported, about completed the negotiations for a large tract of 
land near Roberts Crossing, Waltham, where it proposes to 
erect car-houses and repair shops. The Watertown Branch 
track will, it is understood, also be extended from its present 
terminus at the main depot in Waltham to this point, and 
all the trains thereon be started there. The construction of 
a depot at the northern terminus of the foot bridge over the 
Charles River, so long contemplated, is also among the im- 
provements proposed. The work of effecting the changes 
will, it is expected, be commenced during the coming 
summer.” 


Fort Worth, Brownwood & Rio Grande.—Thbis 
company, which was recently organized in Texas, i trying 
to secure local subscriptions along the projected line from 
Fort Worth southwest to Brownwood, about 120 miles. A 


preliminary survey of the road has been begun. 


Fort Worth & Paris.—It is proposed to build a rail- 
road from Fort Worth, Tex., through Grape Vine and 
McKinney to Paris, a distance of about 120 miles. The ob- 
ject of this branch is to open up the country and to connect 
Fort Worth with the proposed extension of the St. Louis & 
San Francisco road. 


Grand Trunk.—At a conference held with officers of 
the road in Quebec, March 21, the locomotive engineers 
agreed to accept a reduction in the wages amounting to 10 
per cent. on those of the first class, 8 per cent. on the second 
class, and 6 per cent. on the third class, the reduction to 
continue in force for three months. The other trainmen 
were offered the'same terms, but refused to accept them, and 
there is some talk of a strike. 


Great Northern, of Canada.—This company has ap- 
plied to the Canadian Parliament for a charter to build a 
railroad from Ottawa to Quebec. Tbe road will be gene- 
rally from 20 to 30 miles north of the North Shore road and 
will be 188 miles long, or some 44 miles shorter than the 
North Shore road. It is also proposed to build branches 
into Montreal and to connect with the Ontario & Quebec 
Railway at Perth. 


Hartford & Connecticut Valley.—The Connecticut 
Senate has voted to pass the bill to abate the taxes of this 
road for 1879, 1880 and 1881, on condition that the com- 
pany build an extension to Springfield. Arrangements to 
build this extension were made some time ago, but the plan 
was dropped when the road passed under the control of the 
New York, New Haven & Hartford Co., that corporation 
not being desirous of spending money to build a line to com- 
pete with its own road. 


Iowa & Southern.—This company (formerly the Des 
Moines, Iowa & Southwestern) has agreed to make St. 
Joseph, Mo., the terminus of its very line, Ye yoy the 
people of that city will subscribe $45,000 in aid of its con- 
struction. 

Jacksonville, Tampa & Key West.—At the request 
of General Manager G. W. Bentley we correct the state- 
ment in a recent issue that this road was of narrow gauge. 
It is of 5-ft. gange, the Southern standard. There are now 
on the road four Baldwin locomotives, which are, of course, 
5 ft. gauge. The road was opened for travel on March 6 to 
Palatka, Fla., 56 miles from Jacksonville. At Palatka con- 
nection is made with the Florida Southern road for all 
- points on thatline. Work isin progress on the extension 
from Palatka on the east side of the St. Jouns River to San- 
ford, where connection will be made with the South Florida 
road. On the completion of this extension the through line 
from Jacksonville to Tampa will be finished. The mistaken 
statement that the line to Tampa was already completed 
arose from the similarity of the names of the Florida South- 
ern and the South Florida roads causing confusion in a 
hastily written note. 


Kentucky Central.—Is is now thought that the refusal 
of some of the stockholders outside of the syndicate to pay 
the proposed assessment will result in the payment of the 
debt by the stockholders who are included in the controlling 
syndicate. What action they will take after that is not 
known, but it is possible that after securing control of the 
debt they will demand the sale of the road. 


Louisville, New Albany & Chicago.—This company 
has made an agreement with the Chicago & West Michigan 
for the exchange of traffic and the running of through pas- 
senger cars. Under this agreement a through train will be 
run between Indianapolis and Grand Rapids, Mich., and 
other points on the Chicago & West Michigan road. Through 
trains will be put in very shortly. 


Maryland Central.--At the instance of this company a 
bill has been introduced into the Maryland Legislature to 
authorize the city of Baltimore to issue $400,000 in bonds, 
in order to assist this road to build an extension from its 
present terminus on tbe outskirts of Baltimore into this 
city and to build a station. The proposed extension will 
run to a point near the Hillen station of the Western Mary- 
land road. 


Memphis & Little Rock.—In the United States Cir- 
cuit Court in Little Rock, Ark., March 24, application was 
made by R. K. Dow, trustee and others for the appoinut- 
ment of a receiver, on the ground that no interest has been 
paid on the bonds since January, 1882. This default in 
interest is part of the attempt of the present owners ot the 
stock to force ‘the bondholders to accept a lower rate of 
interest. 


Mexican Central.—The Mexican Financier of March 1 
says: ‘‘ The schedule for the running of through trains is in 
preparation, but it cannot be accurately determined until 
the action of the connecting railways at El Paso is known. 
It is likely, however, that the express trains will leave here 
at 8 o’clock in the evening and reach El! Paso early in the 
morning of the third day. By this arrangement three 
nights and two days will be passed on the train between 
here and El Paso, and the time from here to New York will 
be something like seven days. The most interesting parts of 
the line will be traversed by daylight—namely, the rich val- 
leys between Silao and Zacatecas, and the Laguna region in 
Coahuila and Durango, together with the southern half of 
the state of Chihuahua, which promises to develop into a 
great cattle country. The trains from tbe north will also 
leave El Paso at about the same time in the evening, so that 
the same country will be seen going both ways. The 
through express trains will make short stops, and only 
at the principal stations, with long waits three times 
a day for meals. Going north the morning meal will 
be taken at Silao, the mid-day meal at Aguascalientes, 





and the evening meal at Calera, the end of the 
second division shortly beyond Zacatecas. On the second 
day it is likely that breakfast will be taken at Villa Lerdo, 
dinner at Jiminez, and supper in Chihuahua. Coming 
south the order of breakfast and supper stations will be 
reversed. The express trains will consist of one or more 
Pullman sleeping cars, according to demand, first and second- 
class coaches, and a car for baggage, mail and express. No 
third-class passengers will be carried on the express train, 
as so many cars would make the train too heavy. Only 
first-class tickets will entitle passengers to go in the Pullman 
cars. This arrangement of the through express trains will 
compel the Atchison, Topeka & Santa Fe to make a differ- 
ence of 12 hours from present arrangements for connections 
at El Paso, where its trains now arrive in the morping and 
leave in the evening. But as the Mexican Central will be 
one of the most profitable connections of that line it 
will probably consent to the change, since it is 
highly important that the time-schedule of the Central 


should be as*proposed. For the accommodation of the} ¢ 


thickly populated country between here and Zacatecas, the 
present train leaving here in the morning will be continued, 
as at present, running as far as Calera. The profit- 
able nature of the Central’s passenger traffic is shown by 
the fact that these two trains, the one running north and 
the other south, between here and Silao, together average 
over 800 passengers a day, demonstrating that Mexicans 
are as disposed to patronize railways as are Americans. 
This accommodation train will give to tourists and others 
wishing to visit places along the line which the express 
train will pass by in the night the opportunity of conven- 
iently doing so. For instance, Querétaro is one of the most 


interesting places on the Mexican Central, which hundreds | Ex 


will desire to visit both for its historical and picturesque 
interest. By taking this train the beautiful Querétaro 
cafiada may also be seen. 

* Trains will begin running from the handsome new train- 
shed to-morrow. Complaint is made that the building for 
waiting-rooms is altogether too small and ill-adapted for 
its pur . The death of Mr. Guzman has caused the idea 
of a celebration of the formal opening of the line to be de- 
finitely abandoned and the road will be put in condition for 
business at the earliest possible moment. The directors will 
make an official tour of the line probably late in March or 
in early April.” 

President Nickerson states that the earnings of the road 
so far as it has been opened have been increasing very 
rapidly and that considerable reduction bad been effected in 
the operating expenses. The main question in connection 
with the expenses at present is the cost of fuel, which has 
been very high on the line of this road. It has been sup- 
plied with coal on the Northern Division from the line of 
the Atchison, Topeka & Santa Fe, and tbis fuel has been 
hauled about 450 miles, making the price very high. The 


company is now prospecting for a supply which can be | P#@ 


secured more cheaply. The item of fuel was one of the chief 
obstacles to be overcome. There were no snows to contend 
with, no frosts, and cost of maintaining the track was much 
less than in the United States. Mr. Nickerson doesnot think 
that the expenses can be reduced below 60 per cent. of the 
gross earnings for some time at least. The Mexican govern- 
ment has consented to the running of a mixed train on the 
through line pending the completion of the telegraph and 
otber work necessary to be done before the road can be ac- 
cepted. It will probably be opened for through business 
between El Paso aud the City of Mexico somewhere about 
April 10. The amount of the Mexican subsidy collected has 
been $2,354,032 to date. 


Mexican Railroad Notes.—The following notes are 
from the Mexican Financier of March 1: 

The locomotive engineers on the Northern Division of the 
Mexican National are reported to have united to insist that 
protection be guaranteed them against indefinite imprison- 
ment in cases where they run over persons who carelessly 
get in the way of thetrains. In this part of the country 
these troubles are now subsiding, thanks to the determined 
attitude assumed by the railway companies in protecting 
their employés. 

The Mexican Railway of the Central Table-Land is at 
work on its line between here and Tlalpam, which place the 
company claims that it will reach by the middle of April, 
and be in Cuernavaca in December. It has now about six 
kilometers of road-bed finished from its station in the out- 
skirts of San Antonio Abad. It is proposed to build for the 
present to Puente de Ixtla, between which and Cuernavaca 
are over 30 sugar haciendas, the traffic from which and 
from Cuernavaca is calculated to give a profitable income. 
It is estimated that the cost of building the line from here 
to Puente de Ixtla will be $1,500,000, and claimed that the 
annual net profits would amount to the same figure. 

The following additional notes are from the Financier of 
March 8: 

The Mexican National is replacing its wooden trestle- 
work bridges on the Mountain Division between here and 
the summit at Salazar with strong and handsome iron struc- 
tures. 

We are glad to learn that the post-office authorities have 
applied to the Mexican Central management to have 
arrangemeots ready for the transportation of mails daily to 
and from the United States by way of El Paso as soon as 
trains begin running over the whole line. As the line will cer- 
tainly be in complete operation with express trains running 
through within a montb, we shall not have to stand the 
present tedious and unsatisfactory steamship mails for an 
unbearable period. 


Midland North Carolina.—In Boston, March 21, the 
Supreme Court granted an order for the dissolution of the 
Midland Improvement & Construction Co. and appointed 
a receiver to wind up the affairs of that company and to 
dispose of its assets. The company was organized about four 
years ago to build the Midland North Carolina road from 
Goldsboro to Salisbury, and completed a short section, from 
Goldsboro to Smithfield, 22 miles. It also for a time leased 


the Atlantic & North Carolina road, but finally defaulted | q 


on that lease and lost control of the road. The company is 
now insolvent. The 22 miles of road which it owns in North 
Carolina is parallel and close to the North Carolina track 
and is of very little value. 


New Brunswick.—This road, or at least the Northern 
Division from Grand Falls, N. B., to‘Edmondston, is still 
blocked with snow, the drifts in many places being over 12 
ft. deep, and no trains have been run for nearly four weeks. 
Several attempts have been made to keep the road open, but 
the fall of snow bas been so heavy that they have not suc- 
ceeded. Last week an engine with a snow-plow was sent 
out to make another effort, but both jumped the track at a 
high bluff on the St. John River, and are now lying on the 
ice in the river. The fall of snow in New Brunswick has 
been extraordinarily heavy this year, especially in the Jatter 
part of the season, and on all its lines this company 
much trouble. 


New Jersey Raiircad Taxation.—The railroad com- 
mittee of the New Jersey State Senate, to which was referred 
the tax bill passed by the Assembly, has reported a substitute 
which is very different in character from the original bill 





Under this substitute the railroad companies of the state will 
pay a tax of 1 per cent. on all the property outside the road 

and franchises for city and county purposes, and a tax 
of one-balf of 1 per cent. on the valuation of the road bed 
and franchises for state purposes, the tax to be collected by 
the state and the proportion belonging to the municipalities 
to be paid over to them. The clause in the Assembly bill 
forbidding railroad companies from acquiring any additional 
property unless they surrender any charter exemptions 
which they may have has been stricken out, and the com- 
mittee has also dropped the clause forbidding foreign cor- 
porations to operate any lines in the stute until they had 
surrendered such contracts. 


New York, Lake Erie & Western.—This company’s 
statement for Janu and the four months of the fiscal 
year from Oct. 1 to Jan. 31 is as follows : 


wees ie -—-Four noe 


884. 1883. 883-84. — 1882-83, 
Earnings..... .... $1,567,211 $1,524,869 $7,982,907 $6,854,106 
xpenses 1,481,438 1,220,292 6,124,345 4,707,256 


Net earnings.... $85,773 $304,577 $1,858,562 $2,146,850 

The above statement includes this year, as in previous 
months, 68 per cent. of the gross earnings of the leased New 
York, Pennsylvania & Ohio road, and all the working ex- 
penses of that road. The company also gives the following 
statement, which gives the earnings of the New York, Lake 
Erie & Western only, excluding all the earnings and ex. 
penses of the New York, Pennsylvania & Ohio: 


——-January..——— -——-Four months.—. 
88: 883. 1883-84. 


1884. 1883. > ° 
eerece os $1,272,331 $1,524,869 $6,494,896 $6,854,106 
1,098,257 1,220,292 4,547,838 4,707,256 


Net earnings.... $174,074 $304,577 $1,947,058 $2,146,850 

This shows for the Erie lines for the four months a de- 
crease of $359,210, or 5.2 per cent., in gross earnings; a de- 
crease of $159,418, or 3.4 per cent., in expenses, and a 
resulting decrease in net earnings of $199,792, or 9.3 per 
cent. 

A suit is in progress at Scranton, Pa., affecting the title 
to a large tract of coal lands in the Lackawanna Valley 
owned by the Hillside Coal and Iron Company, which is a 
subordinate corporation of the Erie. The suit originates in 
the sale of the land for taxes some years ago, and is further 
complicated by several transfers made in 1868, in which 
Jay Gould appears as owner of the property. The tract 
constitutes a valuable part of the Erie coal property. 


New York & Long Branch.—In Trenton, N. J., 
March 20, a hearing was had before the master in the suit 
of the Pennsylvania Railroad Co. to prevent the annuling 
of the agreement between the Pennsylvania, the New 
Jersey Central, and the New York & Long Branch com- 
nies. Mr. Little, President of the New Jersey Central, 
testified that the notice given to the Pennsylvania to with- 
draw its trains from the Long Branch road was not intended 
to be forcibly carried out. It was a formal notice and its 
object was to — the matter Before the courts. Mr. Lit- 
tle said that he had signed the agreement as President of 
the New York & Long Branch Co. on information that the 
New Jersey Central directors had approved it and that he 
had understood that that approval was given from the fear 
that Pennsylvania would build a paralled road. The rest 
of Mr. Little’s testimony contained nothing especially new. 
Mr. A. J. Drexel, of Philadelphia was examined in relation 
to the mortgage of $1,500,000, which was executed by 
the Long Branch Co. after the conclusion of the eement 
with the Pennsylvania. He testified that the loan was 
placed by Drexel & Co., and that they were induced to take 
it by the execution of the agreement. The hearing was 
then adjourned until this week. 

On March 24 Assistant Comptroller 8S. M. Williams, of the 
Philadelphia & Reading, was examined. His testimony is 
reported by the Philadelphia Ledger as follows : 

‘“*Mr. Williams submitted a statement from which he 
gave, in answer to questions by counsel, the following 
figures: For the 14 months ending May 31, 1833 (when the 
New Jersey Central was leased by the Reading) the Central 
Railroad contributed $437,406.29 to the gross earnings of 
the New York & Long Branch Railroad, to be pooled under 
the supplementary agreement, and the Pennsylvania Rail- 
road contributed $157,050.12, a total of $594,456 41. 

A summary of the earnings of the Central Railroad and 
the Pennsylvania Railroad between the New York & Lon 
Branch ilroad and competitive points gave a total o 
$877,669 63, of which the Central Railroad contributed 
$646,984.07 and the Pennsylvania $230,685.56. uct- 
ing from this the 70 per cent. for operating expenses, $614,- 
368.74, of which $452,888.85 was to be paid by the Central 
and $161,479.89 by the Pennsylvania, the net earnings are 
found to be $263,300.89. Of this sum $194,095.22 is credited 
to the Central Railroad and $69,205.67 to the Pennsylvania 
—a loss to the former of $183,946.10 and to the latter of 
$61,948 03—making a total loss for the New York & Long © 
Branch Railroad of $245,264.13. This was shown to be a 
vet gain to the Central of $10,147.12 and to the Pennsyl- 
vania, $7,899.58. The gross earnings of the New York & 
Lovg Branch Railroad were stated to be $622,053.38, 
against which was charged $526,150.39 operating expenses, 
leaving net earnings of $95,902.99. Against this again 
there were claims to the amount of $341,167.12, leaving the 
net loss as already given of $245,264.13, 

The results to each company after a settlement under the 

ling contract were that while the earnings contributed 

y the Central Railroad of New Jersey were $437,406.29 
and by the Pennsylvania Railroad $157.050. 12, each would 
receive credit for half the total or $297,228.21. This would 
involve the payment by the Central Railroad out of its 
gross earnings to the Pennsylvania of $140, 178.08, a loss of 
that amount to the former and a clear gain to the latter. 
Accounting for the gains noted, a balance of $130,030.96 
loss to the Central Railroad, and $148,067.72 profit to the 
Pennsylvania Railroad, isfound. The allowance for train 
service by the Central Railroad. $116,851.33, being de- 
ucted, leaves a net loss of $13,179.63 on a total of $%46,- 
984.07 earnings contributed or 2 per cent. The $81,953.41 
allowed the Pennsylvania Railroad for train service, makes 
their net profit $230,021.13 on $230,785.56 contributed, or 
nearly 100 per cent. As an expert Mr. Williams considered 
that this agreement upon which the above calculations were 
based was impracticable in operation, and that for 
want of proper provision for a cash settlement it 
must work unfairly to one side or the other. He con- 
sidered it decidedly unjust. In answer to questionsas to the 
issue of the million and a half mortgage on the New York & 
Long Branch Railroad, Mr. Williams stated that $1,400,000 
were placed by asyndicate at 94 per cent., and netted the 
company $1,316,000, which with $19,392.56 accrued inter- 
est on the balance, made a total of $1,335,392.56. Of this 
sum $697,320.23 was expended in double-tracking and 





Earnings 
penses 





ad | making other improvements to the read; $53,166.66 


166.66 went 
New York & Long 
Branch Extension Railroad, which was merged afterwards, 
and $581,581.15 was paid to the Central Railroad of New 
Jersey in payment of.advances made to the New York & 
Long Branch Railroad, leaving a balance of over 000 
in the treasury iv addition to the $100,000 still 


for the redemption of the bonds of the 
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‘The witness was then cross-examined by Judge Logan. 
He testified that the calculations he had submitted were 
based wholly upon the jing contract. Aside from the 
pooling contract, Mr. Williams said that he was unable to 
say that the agreement with the Pennsylvania Railroad 
was impracticable or unjust. He was not advised of the 
fact that in their bill of equity the Pennsylvania Railroad 


Co. had not asked for the enforcementment of the pooling | Pp; 


contract, but only of the operating contract. 

‘In a re-examination by Mr. Kaercher, the witness stated 
that, under the operating contract alone, the joint loss suf- 
fered in the New York & Long Branch Railroad was $245,- 
264.13, of which the Central Railroad Co. was to pay $183,- 
948.10 and the Pennsylvania $61,315.03, these amounts 
being in proportion to the busivess contributed by each. 

‘* In answer to a question as to whether, in case the agree- 
ment had not been made, the Central Railroad would not 
have charged the Pennsylvania an adequate sum for the use 
of the Long Branch road, the witness said he hardly thought 
the Pennsylvania Railroad Co. would have paid it, but 
would have had to build another road. He was of the opin- 
ion that as the two companies enjoy equal. advantages the 
contract should have been for each to pay one half of the 
loss. The witness was then examined as to the way in 
which the rates were fixed. He said that the rates in this 
case were fixed with the intention that the road should be 
just self-sustaining, but that the companies failed in this.” 


New York & New England.—Under direction of the 
Receiver work has nm resumed on the second track be- 
tween Blackstone, Mass., and Willimantic, Conn. The dis- 
tance between these two places is 50 miles, but from 
Willimantic to Cheewink, 7 miles, the track has been in use 
for several months, and at other points long sidings have 
been laid. The road-bed for the second track is nearly all 
completed and the laying of ties and 1ailsis now in progress. 
The ballasting cannot.be finished until the ground is free 
from frost. The completion of this section will give the 
road a double track from Boston to Newington, 122 miles, 
with the exception of the short gap between Willimantic 
and Vernon where there is a very heavy rock cut. 

A joint resolution permittiug this company to issue pre- 
ferred stock and to use the balance of its second-mortgage 
bonds in payment of its floating debt has passed both 
houses of the Connecticut Legislature. The bill is substan- 
tially the same as that which was passed in Massachusetts, 
and provides that the preferred stock shall not be issued 
unless approved by the vote of the majority of the present 
stockholders. 


New York, Norfolk & Charleston.—This company 
was organized some time ago to build a railroad from Nor- 
folk, Va., through North and South Carolina to Charleston, 
following pretty closely the line of the coast. It was the 
revival of an old project which was started nearly 40 years 
ago and bas come upagain atdifferent times. Thecompany 
has been having surveys made in North Carolina for some 
time past, and it is now announced that the road will be built 
by an organization known ag the Carolina Construction Co. 
This company has sublet contracts for grading and bridg- 
ing tothe American Contracting Co., New York, for the 
sum of $3,101,000, in securities of the railroad company. 
The projected line is to run from Norfolk southward through 
Washington, N.C., Newberne and Wilmington to Charleston, 
about 331 miles. An extension beyond Charleston is also 
talked about. The project is pot a very promising one, as, 
if built, the road will run for the most part through a poor 
country, and will have to stand pretty sharp competition 
from existing lines on a business which is hardly heavy 
enough to bear division. The road however is not built yet, 
and may not be for a good while to come. 


New York, West Shore & Buffalo.—It is reported 
tbat a plan for financial reorganization will shortly be sub- 
mitted to the creditors of this company. The proposition 
favored now is to issue $25,000,000 bonds at 6 per cent., 
secured by a second mortgage and to fund three years’ 
coupons of old bonds into the new. Enough of the new 
bonds will be reserved to retire the $10,000,000 of income 
bonds issued to the North River Construction Co. and the 
remainder will be issued to provide equioment, etc. The 
terminal bonds authorized will probably be witbheld from 
the market fora year. The scheme is said to be favored by 
a controlling interest in the road, but is opposed by some 
large bondholders. 

Receiver Ashbel Green has given notice that the North 
River Construction Co. will go into liquidation, and that 
the books have been closed permanently. 


Norfolk & Western.—This company makes the follow- 
ing statement for February and the two months ending Feb. 


-—--February.-—— —-Two months.-— 
3 884. 1883. 


1 ¥ 4 

Earnings... ...... ......$225,357 $191,345 $438,377 $391 832 
Expenses .. 137,349 116,346 266,997 238,949 

Net earnings........... $88,008 $74,999 $171,380 $152,283 
Per cent, of exps......... 61 61 61 61 

For the two months this shows an increase of $46,545, or 
12 per cent., in gross earnings; an iucrease of $28,048, or 
12 per cent., in expenses, and a gain in net earnings of $18,- 
497, or 12 per cents, The earnings and expenses of the New 
River Division, 75 miles, are included this vear, but not last, 
as that division was not opened until May 21, 1883. 


Northern Central.—This company makes the following 
statement for February and the two months ending Feb. 29: 








——February -—— Two Months——, 

1884. 1883. 1884. 1883. 
Earnings ........ -$398,612 $186,865 $808,488 $986,117 
Working expenses..$255.126  $297.4°9  $499.921  $580.54°% 
Extraordinary ex.. 23,811 59,724 52,070 117,832 
Total expenses. ..$278,937  $357.153 $551,991 $698,186 
Net earnings....... $119.675 $129.712 $256,467 $287,951 


This shows for the two months a decrease of $177,659, or 
18.0 per cent., in gross earnings ; a decrease of $80,453, or 
13.9 per cent., in working expenses and of $65,762, or 55.7 
per cent., in extraordinary expenses, making a decrease of 
$146,195, or 20.9 per cent., in total expenses; the result be- 
ing a decrease in net earnings of $31,464, or 10.9 per cent. 


Northern Pacific.—A correspondent of the Chicago 
Tribune says : ‘‘The construction of that portion of the 
Northern Pacific Railroad known as the Cascade Branch— 
from Ainsworth, Wash. T., to tidewater at some point on 
the Puget Sound—of necessity contemplates the passage 
of the Cascade Mountains. For years the question of dis- 
covering the most practicable route across these great 
natural barriers has been the object of engineers, and a 
great number of parties been in the field. Four routes thus 
far bave been found—the Skagit, which is far north; the 
Snoqualmie, some distance south; and the Natchez and 
the Stampede passes. Recently experienced engineers have 
carefully examined the comparative advantages and disad- 
vantages of the Natchez and Stampede passes and instituted 
a@ comparison. The result of such labors may be briefly 
summed up as follows : 

“From crossing of the Columbia River to the nearest 





tidewater the route through the Stampede Pass is 20 miles 
and 300 ft. longer than that by way of the Natcbez Pass ; 
and the estimate of the cost of the mountain work is for the 
former $1,600,000 greater than involved in the latter. The 
length of the tunnels required is 16,800 ft. by the Stampede 
Pass, or 7,700 ft. longer than that by the Natchez Pass. 
The grade is 86 ft. per mile for 10 miles by the Stampede 
ass. 

“From the Columbia Crossing to tidewater, by the 
Natchez Pass, the route is 20 miles and 800 ft. nearer than 
by the Stampede route. The tunnel is 9,100 ft. in length, 
or 7,700 ft. shorter than by the Stampede Pass. Total cost 
of construction $1,600,000 less. The grade is 116 ft. per 
mile for 10 miles by the Natchez route. 

** In the single matter of grade the Stampede Pass has the 
advantage of the Natehez. Col. Smith,a very competent 
engineer, states, however, that the grade may be reduced to 
100 ft. per mile, which would leave the Stampede an ad- 
vantage of but 14 ft. in grade for 10 miles; while in every 
point to be considered the Natchez has great advantages. 
Even with 18 bridges on the Natchez River, which will he 
required to reduce the grade to 100 ft., the cost will be 30 
per cent. less than if the road were to be built through the 
other route. 

‘* The estimate of $1,600,000 does not represent the act- 
ual difference in cost hetween the two routes. It refers 
only to the mountain work ; and, when the approaches are 
eonsidered the total in favor of the Natchez swells to fully 
$3,000,000. The Stampede Pass requires 25 miles of the 
heaviest rock-work along the Yakima Cafion, many tunnels 
and 10-degree curves, while the Natchez River presents a 
eh comparatively free from rock-work and easy of 
grade.” 


Ohio Central.—The Kevstone Bridge Co., which built 
the bridge across the Obio River at Point Pleasant for this 
road, has held possession of the bridge on account of the 
failure of the company to nay for it. Recently Receiver 
Sharp, under order of the United States Court. tried to have 
a telegraph wire put across the bridge, but the bridge comnany 
refused to permit it. The court sent a United States Mar- 
shal, who took possession and put up the wire; but on the 
same night the bridge company cut the wire and barricaded 
both ends of the bridge. Under orders from the Court the 
Marshal will take further steps to enforce his authority. 

The following is a copv of the decree made by Judge 
Jackson at Charleston, W. Va., in January last, and recently 
affirmed by him, as noted last week: 

‘“* In the District Court of the United States for the Dis- 
trict of West Virginia, exercising Circuit Court powers, at 
Charleston, in tbe District of West Virginia, and in the 
Fourth Judicial Circuit, on Tuesday, Jan. 15, 1884, Nelson 
Robinson, et. al., vs. the Ohio Central Railroad Co.; Wil- 
liam F. Owens, et. al , vs. the Ohio Central Railroad Co., ef. 
al., and the Central Trust Co. of New York, vs. the Ohio 
Central Railroad Co., et. al., in equity. 

‘These causes came on again on the 15th day of January, 
1884, to be heard together, and were argued by counsel ; 
and this Court, being of opinion that it first acquired juris- 
diction of the parties to the controversy, and legal possession 
of the property by the service of process, and the absolute 
seizure of the res, it follows as a consequence, that all of the 
acts of John E. Martin, Receiver, in connection with that 
portion of the mortgaged propertv, rights and franchises of 
the defendant, the Ohio Central Railroad Co., including its 
railroad and coal property, south of Corning and Bucking- 
ham, in the state of Ohio, are a nullity and void ; and that 
the acts of Thomas R. Sharp, heretofore appointed Receiver 
by this Court, must be held to be legal and valid. 

‘* It is therefore adjudged, ordered and decreed that the 
autbority of Thomas R. Sharp, who was on the 20th day of 
November, 1883, by a decree of this court, rendered and 
entered herein, appointed Receiver of the property, rights 
and franchises of the defendant, the Ohio Central Railroad 
Co., within the District of West Virginia, including the 
bridge across the Ohio River, to low-water mark on the Ohio 
side of said river, be and the same is hereby extended as such 
Receiver over the ertire mortgaged property, rights and 
franchises of the said defendant. the Ohio Central Railroad 
Co., including its railroad and coal property from low-water 
mark on the Ohio side of said river to Corningand Bucking- 
ham, in the state of Obio, with all the rights, powers, privi- 
leges and duties conferred and imposed upon him by the 
said decree. rendered herein on the 20th day of November, 
1883. in relation to that part of the property, rights and 
franchises of the said defendant company, in the district of 
West Virginia. 

“And it is further ordered that Henry M. Mathews, 
Esq . be and is bereby appointed counsel and attorney for 
the Receiver in these causes. 

‘*J. J. JACKSON, Judge.” 

The above is a copy from the records of the District Court 
of the United States for the District of West Virginia, at 
Charleston, and is published as the record of Judge Jack- 
son’s action in the case. His reasons for affirming jurisdic- 
— the whole of the River Division were noted last 
week. 


Ontario & Quebec.—A dispatch from Toronto, Ont.. 
March 24. says: ‘‘ For some time the managers of the On- 
tario & Quebec Railway have been in consultation with 
other roads, including the New York Central and the Michi- 
gan Central, in reference to a route to Detroit River. As a 
result of this. it has been definitely decided to abandon the 
London Junction Railway and allow its charter to lapse, A 
new road will be built from a point at or near Woodstock to 
Detroit River. From Detroit running arrangements will be 
made with the Wabash Railway, and there will thus be 
formed another through route from Montreal and Toronto 
to Chicago and the West.” 


Oregon Pacific.—It is reported that work has been 
resumed on this road and that the same force is employed 
in the tunnels on its projected line and also on the wharves 
and other buildings at Yaquina Bay, Oregon. Some rails 
were recently shipped from San Francisco to that point. 


Oregon Railway & Navigation Co.—The new loan 
of this company, to which reference has heretofore been 
made, will consist of debenture bonds bearing interest at the 
rate of 7 per cent. and having three years torun. The 
amount of the loan authorized is #4,000,000, and of this 
amount $3,000,000 are now offered for sale bv L2e, Higgin- 
son & Co., of Boston, at par and accrued interest. It is 
stipulated that these debentures shall be protected by anv 
mortgage which may be made onthe company’s property 
hereafter, and prior to their redemption. The proceeds of 
these bonds will be used to complete the Baker City Branch 
of the road, and to pay off the present floating debt. 


Peterboro & Hillsboro.—A large part of the first 
mortgage bonds are now held by the.Northern (New Hamp- 
shire) Railroad Co., a considerable amount having been 
recently purchased from other holders. The object of the 
Northern Co. is to secure.entire control of the road in the 
probable event of a foreclosure. 


Philadelphia & Reaging.—The Union Trust Co., of 
Philadelphia, announces that-it.has taken the new car trust 
: : - aE 
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loan of thisJecompany, amounting to $2,000,000. The cer- 
tificates will bear 6 per cent. interest and will run for 10 
years from March 15, one-tenth of the loan to be paid off 
each year. The Uni n Trust Co. announces that it has 
already disposed of about one-third of the loan at par and 
accrued interest and offers the rest for subscription. 


Philadelphia, Wilmington & Baltimore.—This 
company will put on the road between Philadelphia and 
Baltimore on April 1 a liwited express which will make the 
run each way in two hours’ time, about 25 minutes less time 
than any train which has hitherto been run over the road. 
The train will stop only at Wilmington and at the Susque- 
hanna River bridge. The engine will take water from a 
track-tank which has recently been constructed for this 
purpose. 


Pittsburgh, Fort Wayne & Chicago.—The Phila- 
delphia Ledger says: ‘‘ The stockholders of the Pittsburgh, 
Fort Wayne & Chicago Railroad will vote, at a meeting to 
be held April 3, on a proposition for a new issue of bonds. 
A circular issued to the stock and bondholders explains that 
tbe lease of the road to the Pennsylvania Railroad provides 
that the stockholders of the leased road shall keep that 
property in good running order. To pay for the necessary 
betterments the lessor company bas issued to the lessee 
company for several years special guaranteed stock known 
as ‘ betterment-stock.’ So long as this stock seemed the least 
burdensome security that could be placed at par the direc- 
tors of the Pittsburgh, Fort Wayne & Chicago Co. were 
satisfied to issue it, but when it advanced in market value 
above par the directors did not feel that they 
had the right to issue it at par. The result of such 
an issue, it was stated, would enable the lessee company, by 
accumulating these issues in a trust or sinking fund, ina 
few years to outgrow the lessor company in the control of 
the latter’s own property. The issue of the betterment 
stock was, therefore, stopped. and negotiations bave been 
pending with a view to providing some other form of se- 
curity to cover the costs of the improvement. Ata meet- 
ing held in this city the idea was suggested that the existing 
difficulties could be overcome and both parties to the lease 
satisfied by making an issue of mortgage bonds in such a 
manpner as would enable the holders of the general or 
prior stock to exchange their stock for bonds—dollar for 
dollar—bearing such rate of interest as would equal the 
dividends on the stock, thus giving the lessee company tbe 
desired control of the corporation, while the general stock- 
holders would obtain a mortgage bond guaranteed by the 
lessee company. Legal difficulties prevented the carrying 
out of this plan at the time it was suggested, The directors 
of the Pittsburgh. Fort Wayne & Chicago have decided to 
submit to the stock and tbondbolders the proposition to issue 
such mortgage bonds as have been described, not exceeding 
$20,000,000 in amount, the bonds to have 50 years tuo run, 
and to be issued from time to time as required to pay for 
betterments under the terms of the lease with the Pennsyl- 
vania Company. Louis H. Meyer, George W. Cass and 
Charles Lanier are the committee appointed to receive 
proxies in favor of the proposition. The Pennsylvania Com- 
pany claims to have made betterments on the leased prop- 
— amounting to $3,000,000, for which it has not yet been 
paid. 


Portland & Ogdensburg.—After hearing arguments 
on the application of the trustees under the mortgage, in 
Portland, Me., March 24, the Court appointed Gen. S. G. 
Anderson, the President of the road, Receiver, and decreed 
that he might issue receiver’s certificates to the amount of 
$250,000, they to constitute a first lien on the road, the sum 
thus raised to be devuted entirely to putting the road in a 
safe condition. The Court also decreed that the Receiver 
might pay accruing liabilities out of accruing earnings. 


Rochester & Pittsburgh.—It is reported that, in 
consequence of the award of the Grand Trunk coal con- 
tracts to parties who will ship most of their coal over this 
road, trouble has arisen between tbis company and tke 
New York, Lake Erie & Western. The Erie, it is said, hes 
notified the Rochester & Pittsburgh that its contract for 
the use of the Erie track between Howard’s Crossing. Pa., 
and Johnsonburg will be abrogated, and that after May 1 
it will have no further use of the road. This action is based 
upon a claim that the Rochester & Pittsburgh Co. has vio- 
lated its contract bv escablishing a competing live. Officers 
of the Rochester & Pittsburgh sav, however, that the con- 
tract van only be terminated at a year’s notice, and also 
that they bave not rec2ived any such official notice of any 
such action on the part of the Erie Co. The section of road 
which is used by the Rochester & Pittsbureh Co. was 4 very 
costly one to build, including the famous Kinzua Viaduct. 

The trouble between these two companies, if there is any 
such trouble as the reports indicate, bas arisen from the 
refusal of the Rochester & Pittsburgh to enter into a pool 
on the soft coal business with the Erie aud the Buffalo, New 
York & Philadelphia roads. Such a pool was proposed 
some time ago, but the other companies were not willing to 
allow the Rochester & Pittsburgh more than 20 per cent. 
on the coal business to Buffalo and this was refused, that 
company claiming at least one-third. As above stated 
nothing official has been given out concerning any trouble 
between the two roads. 


Rome, Watertown & Ogdensburg.—At a meeting 
of the board of directors in New York last «eek it was de- 
cided to build at once a short branch from Norwood, N. Y., 
to Massena Springs, the objoct of which isaconnection with 
the Grand Trunk road. Traffic contracts were also ap- 
proved with the Portland & Ogdensburg and the Ogdens- 
burg & Lake Champlain roads providing for the inter- 
change of business and for the running of through trains be- 
tween Portland and Buffalo. The board also voted to buy 
3,000 tons of steel rails to be used in renewals. 


St. Johnsbury & Lake Champlain.—-The stockholders 
metin St. Jobnsbury, Vt., March 20, and unanimously 
voted to authorize the issue of consolidated mortgage bonds 
to the amount of $1,000,C00, for the purpose of renewing the 
road with steel railsand for purchasing additional equip- 
ment. This action is taken in anticipation of the increased 
traffic expect»d in consequence of the completion of the con- 
necting line between the terminus of this road at Swanton, 
and the Ogdersburg & Lake Champlain road. Of the con- 
solidated bonds $600,000 will bear 6 per cent. interest and 
the balance 5 per cent. There will be $400,000 issued im- 
mediately, the remainder as required. 


St. Louis & Cairo.—The High Prairie Branch of this 
road has been completed. It leaves the main line at Colum- 
bia, Iil., and runs through Georgetown to Millstadt, a dis- 
tance of 14 miles, reaching the High Prairie coal jfields, 
from which considerable traffic is expected. 

The company is considering the — of building a 
branch from Jonesboro, Ill, to the Missisippi River op- 
posite Cape Girardeau, a distance of about sO miles. 


Toledo, Cincinnati & St. Louis.—It is reported from 
Boston that the Court has directed the receiver to abyndon 
the Dayton Division ; also that a sale of the Cincinnati North- 
ern Division has been ordered, to take place in 70 days. No 
official statement has peen received. : 


— 





